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Train Accidents in November. 








The following accidents are included in our record for the 
month of November: 


REAR COLLISIONS. 


On the night of the lst a yard engine on the Philadelphia, 
Wilmington & Baltimore road ran into a freight train which 
was being made up at Delaware Junction, Del., wrec 
three cars and the engine. There were five men on the y: 
— of whom three were killed and two badly hurt. 

n the night of the 4th a freight train on the Providence 
& Worcester road broke in two near Grafton, Mass., and the 
two sections afterward came together again, wrecking five 
empty coal cars. 

n the morning of the 5th a yard engine on the Columbus 
& Toledo road ran into a freight t at East Toledo, O., 
wrecking four cars. 

On the morning of the 6th a repair train on the German- 
town Branch of the Philadelphia & road ran into 
the rear of a nger train which had stopped at La Fay- 
ette Station, Pa., damaging a car. 

On the night of the 6th a freight train on the Pennsylva- 
nia Railr ran into a preceding freight at East Liberty, 
Pa., wrecking the caboose. 

Near midnight on the 6th a freight train on the Pennsyl- 
nia Railroad ran into the rear of a preceding freight near 
Greensburg, Pa., wrecking the ca and two loaded 
cars. 

Very early on the morning of the 7th a freight train on 
the Pennsylvania Railroad broke in two near Kittanning 
Point, Pa., and the rear section afterward ran into the for- 
ward one, wrecking 20 cars, killing one brakeman and 
injuring another. 


Jery early on the morning of the 7th a freight train on | b 


the St. Louis, Iron Mountain & Southern road ran into some 
cars which had broken loose from a preceding freight in 
Carondelet, Mo., wrecking several cars and "Blocking the 
track six hours. 

On the 7th a freight train on the Albany & Susquehanna 
road ran into a preceding freight near Sidney, N. Y., wreck- 
ing the engine and several cars. 

n the 8th a freight train on the Vermont Central road 
ran into a freight car which had been blown out froma 
siding upon the main track at Highgate Springs, Vt. The 
car was thrown over and damaged. 

Very early on the morning of the 9th a freight train on 
the New York Central & Hudson River road broke in wwo in 
Rochester, N. Y., and the rear section afterward ran into the 
forward one, piling up several cars in a bad wreck 
knocking down part of a house. 

On the night of the 9th a freight train on the New York, 
Lake Erie & Western read ran into the rear of a preceding 
freight near Deposit, N. Y., wrecking several cars. 
wreck caught fire and seven cars were burned up. 

On the Harem | of the 10th a freight train on the Penn- 
sylvania Railroad ran into the rear of a preceding Reigns in 
Huntingdon, Pa., wrecking several cars. The forward train 
had broken in two. 

Very early on the morning of the 12th a freight train on 
the Pennsylvania Railroad ran into the rear of a preceding 
freight near Lawrence, N. J., damaging the engine, wreck- 
ing several cars and injering the fireman and a brakeman. 
The road was blocked several hours. 

On the morning of the 12th a passenger train. on the 
Cleveland, Columbus, Cincinnati & Indianapolis road ran 
into the rear of a freight train which was going into a sidi 
at Muncie, Ind. The pomengre engine Was. duaioman an 
two freight cars badly broken. The track was very slippery 
and the brakes did not hold. 

Very early on the morning of the 18th a freight train on 
the Michigan Central road ran into the rear of a preceding 
freight near Niles, Mich., wrecking several cars and piling 
up the wreck over both tracks, 

A minute afterward a poceenger trainon the other track 
ran into the wrecked caboose, completing its destruction. 
The track was blocked several hours, 

On the night of the 14th a freight train on the New York, 
Lake Erie & Western road broke in two near Rutherford, 
N. J., and the rear section afterward ran into the forward 
one, doing some da’ ; 

On the night of the 17th a freight train on the Connecticut 
& Passumpsic Rivers road ran into the rear of a precedi 
freight near Canterbury, Vt., damaging the engine a’ 
several cars. 

On the night of the 14th a milk train on the New York, 
Lake Erie & Western road;ran into the rear of a freight train 
near Greycourt, N. Y., wrecking the e and several 
cars. The wreck caught fire, and part of it was burned up, 

Very early on the morning of the 19th a freight train on 
the Lake Shore & Michigan Southern road ran into the rear 
of a paeceting freight, which had stopped on the main 
track, near Collingwood, O. The engine and several cars 
were badly broken. 

On the afternoon of the 20th, a freight train on the Utica 
Division of the Delaware, Lackawanna & Western d ran 
into the rear of a coal train near Waterville, N. Y., wreck- 
wy ft ye coal cars. 

bout noon on the 22d a freight train on the Atlanta & 
Charlotte Air Line ran into the rear of a preceding freight, 
which had stopped to switch some cars at Rice’s Mill, near 
Longview, Ga. The engine and several cars were badly 
broken, the engineer and conductor hurt. It is said that the 
first train sent back no flag. 

On the afternoon of the 22d a freight train on the Pitts- 
burgh Division of the Baltimore & Ohio ran into the rear of 
a preceding freight, which had stopped near Connellsville, 
Pa., damaging several cars. 

On the evening of the 22d, as a passenge 
New York, Lake Erie & Western road was bein; 
the depot in Paterson, N. J., by a flying switch, it went 
over a misplaced switch and into a passenger train on an- 
other track, doing some damage. 

On the afternoon of the 26th a 1 train on the 
New York Central & Hudson River ran intoa car 
which a freight train had left projecting over too far to- 
ward the main track from a siding at Shortsville, N. Y. 
Several cars were da ed. 

On the night of the 28th a frets toate on the Troy & 

m road ran into a car which been in some way run 
out of a siding upon the main track at North Po Vt. 
The car and the engine were badly damaged, the engine 
going down a bank. 

BUTTING COLLISIONS. 


On the 4th there was a bu collision between “two 
freight trains un the New York Erie & Western road 
at Painted Post, N. Y., by which several cars were wrecked 
@nd a brakeman hurt. 


run into 


and | by the breaking of an axle under the 


r train on the the 


‘from a 





On the afternoon of the 5th there was a butting collision 
between a freight train and a shifting engine on the Pitts- 
& Western road at Etna, Pa., by which the shifting 
was upset and someee 
the morning of the 7th there was a_butting collision 
between a coal and a gravel train on the ware, Lacka- 
wanna & Western road near , N.J., by which 
both engines and several cars were and three train- 
men hurt. 

On the night of the 8th there was a butting collision 
between a freight and a coal train on the Syracuse, Bingham- 
ton & New York road near Whitney’s aby ae | N. Y., by which 
both engines and a number of cars were ly broken. 

On the morning of the 24th there was a butting collision 
between a passenger and a freight train on the New London 
No: road near Three Rivers, Mass. Both engines and 
several cars were badly broken, seven train-men, two n- 

rs and eight trackmen who were to work in the 

car were more or less hurt. e freight con- 
ductor’s watch was 17 minutes slow, and he was age | 
really on the passenger’s time, though he thought he coul 
reach the next station rey 

On the morning of the 28th there was a butting collision 
between two freight trains on the Chicago, Rock Island & 

ific road near Fairfield, Ia. Both engines and several 
cars were damaged. 


CROSSING COLLISIONS. 

On the evening of the 2d a Chicago & Alton freight train 
ran into an Indiana, Bloo & Western or at 
the crossing of the two roads in Bloomington, Ill. A passen- 
ger car was thrown over and badly broken. 

On the night of the 6th a New York Central passenger 
train ran into a New York, Erie & Western n- 
gr. at the crossing of the two roads at Suspension Bridge, 

. Y., overturning and —— a car. 

Very early on the morning of the 15th a freight train on 
the Toledo, Peoria & Warsaw ran into a & 
Alton freight at the crossing of the two roads in Chenoa, III. 
The engine and several cars were damaged. 


DERAILMENT, BROKEN RAIL. 

On the night of the 5th several cars of a passenger train on 
the Mobile & Ohio road were thrown from the track by a 
roken rail near Chunchula, Ala. A sleeping car upset and 
was badly broken, injuring two passengers. 

DERAILMENT, BROKEN WHEEL. 

On the evening of the 14th nine cars of a freight train 
on the New York Central & Hudson River road ran off the 
track in consequence of a broken wheel, in Rochester, N. 
Y., making a troublesome wreck. 


DERAILMENTS, BROKEN AXLE. 


On the night of the 1st the engine of a passenger train on 
the Virginia & Truckee was thrown from track at 
Crown Point, Nev , by the breaking of a truck axle. 

On the 27th a freight train on Central Railroad of 
New Jersey was thrown from the track at Brinton, N. J., 
t car, entire 
train left the track and ten oil cars were badly wrecked, the 
wreck being piled up over both tracks. One track was 
cleared in an hour, but it took all night t» remove the wreck 


The:| completely. 


DERAILMENT, BROKEN DRAW-HEAD. 

On the night of the 25th two cars of a freight train on the 
Delaware Railroad were thrown from the track by a draw- 
head pulling out, while near Canterbury, Del. 


DERAILMENTS, BROKEN BRIDGE, 

On the afternoon of the 7th a bri near Fayetteville, 
Tenn., on the Winchester & Alabama Branch of the Nash- 
ville, Chattanooga & St. Louis road gave way under a pas- 
senger train, the engine crossing over, but the tender and 
three cars going down into the creek. The engineer, fireman 
and a brakeman were hurt, 

n of the St. Charles 


On the night of. the 9th the west 
bridge over the Missouri River on the St. Louis, Kansas Cit 
& Northern road gave way as a freight train was crossing it, 
and 17 loaded stock cars with the caboose fell 80 feet into 
thé river. The bridge did not break, apparently, for the 
whole span went down with the cars upon it, and lay hori- 
zontally just adjoining the piers. The trusses were, of 
course, pretty well broken up by the fall and the cars 
wrecked, Two brakemen and two drovers who were in the 
caboose were killed ; two other drovers were hurt. ‘The 
cause of the fall was to be carefully investigated, but the 
results have not been made public as yet, 

On the morning of the 15th the bri over the Macoupin 
River near Alton, Ill, on the Chicago & Alton road, gave 
way under a train and went down into the river. The 


engine and cars were wrecked, a brakeman killed and the | W 


engineer and fireman hurt. It is believed that a car left the 
track and knocked down one of the trusses of the bridge. 

rt, Ia. on the Chicago, Rock Ialand & Paciile, tell, and the 
port, Ia., on the C n acific, fell, e 
enqies and five cars of a freight train went down with it 
and were wrecked. The engine jumped the track before 
reaching the bridge and struck the end of the truss, knocking 
it off the abutment. 

DERAILMENTS, SPREADING OF RAILS. 


On the 11th several cars of an ore train on the —— & 
Northwestern road were thrown from the track near Nor- 


wr’ Mich., by the spreading of the rails. 

Jn the afternoon of the 11th the engine and six cars of a 
freight train on the Buffalo, New York & road 
were thrown from the track near Franklinville, N. Y., by 


the spreading of the rails. The track had been laid tempo- 
rarily to permit the train to pass, by trackmen who were 
busy putting down new ties and rails. 


DERAILMENT, WASH-OUT. 

On the morning of the 11th a passenger train on the Kan- 
sas Pacific road ran into a washout near Wamego, Kan., the 
engine going down into the gap, with two cars on top of it. 

DERAILMENTS, ACCIDENTAL OBSTRUCTION. 
On ‘he night of the 5th several cars of a freight train on 
New York & New England road were thrown from the 
track poor Plainville, Conn., by a stick of wood which fell 

t car. 

On the night of the 6th a ay ad train on the Evart & Os- 
ceola | ng road was thrown from the track near Evart, 
Mich. cane See and was wrecked, killing the “* 
neer and fireman injuring a man who was riding with 
them. The accident was caused 7 & log which was on the 
track ; whether perponly placed there or not, is unknown. 

nrcany “— — ng seb py a seh pole wee on the 

ennsylvania road ran upon a telegra which 
fallen from a car of a wonendioar train near |) soer Hee aay N. 
Ke The engine and three cars went down a bank and into 
water. 


On the night of the 17th a passenger train on the San 

on of the Southern Pacific was thrown from the 

by sand drifted over it near Anaheim, Cal., by a gale 
blowin Cron the Cajon Pass. 

- On the morning of the 10th s freight train on the Pitte- 

burgh, Cincinnati & St. Louis road was thrown from the 





track near Fairview, Pa., by a poker, which had fallen from 
the engine of a preceding train and lodged in a switch. 
DERAILMENTS, CATTLE, 
On the morning of the 7th a freight train on the New 
Brunswick & Canada road ran over a cow near Woodstock, 
N. B., and the engine and three cars were thrown from the 


On the 8th two cars of a freight train on the Wabash road 

were thrown from the track at Creek, Ind., by a cow 
DERAILMENT, OPEN DRAW. ’ 

On the morning of the 4th a passenger train on the New 
York & Greenwood Lake road went through the draw- 
bridge over the Hacxensack River at Snake Hill, N. J. The 
train had only an engine and one car; the engine j 
nearly across opening, striking the timbers on the 
side, and then fell back into the river. The trucks broke 
able. all te. passengers to get out through the windows or 
able rs ou ws or 
through a hole in roof which one man cut with an axe 
thrown him by the bridge-tender. The engineer jumped 
from the engine, struck some of the bridge-work and was 
killed; one passenger was badly hurt. The conductor, o 
and nine passengers were y 
urt. The bridge-tender claims that the proper signal was 
own, . 

DERAILMENTS, MISPLACED SWITCH. 


On the —s the 5th a passenger train on the North- 
ern Railroad of New Jersey was thrown from the track at 
Tenafly, N. J., by a misplaced switch. The engine upset into 
On the moruiing of the Sth the ngine, tender and baggage 
m the morning 0! e ©, tender an 
car of a passenger train on the Boston & Providence road 
were thrown from the track by hee py switch in Provi- 
— R. I. The engine was dai and the track blocked 
wo hours, 

On the 7th a freight train on the Baltimore & Ohio rvad 
was thrown from the track in Louisville, O., by a laced 
switch, and ran into two small houses near the track, throw- 


ing themdown. The engine was wrecked and engineer hurt, 
the afternoon of the 20th a passenger train on the 
Pittsburgh Division of the Baltimore & Ohio road was 


ts rom the track by a misplaced switch in West New- 
m, Pa. 

On the niorning of the 21st the engine and eight cars of a 
freight train on the New York, Lake Erie & Western road 
were thrown from the track by a misplaced switch in Mid- 
dletown, N. Y., blocking the road several hours. 

Very early on the morning of the 24th a freight train on 
the New York, Lake Erie & Western road was wn from 
the track near Sufferns, N. Y., by a misplaced switch, block 
ing the track several hours. 

On the night of the 26th a passenger train on the Central 
Railroad of New Jersey was thrown from the track near 
Mauch Chunk, Pa., by a switch. The engine and 
several cars were Badly broken. 


DERAILMENTS WITH MALICIOUS INTENT. 


On the morning of the 25th a train on the 
Houston & Texas Central road was thrown from the track 
near Denison, Tex., by a switch which had been ly 


misplaced, The engine and baggage car were 
the engineer and fireman hurt, 

On the night of the 80th a passenger train on the Chicago, 
Rock Island & Pacific road was thrown from the track by a 
purposely misplaced switch in East Atchison, Mo. The en- 

neand mail car went down a bank. Tramps are believed 

have set the switch wrong. 
DERAILMENTS, UNPLACED AND MISCELLANEOUS, 

On the night of the 1st twelve cars of a freight train on 
the New York, Lake Erie & Western road ran off the track 
near Middletown, N. Y., running in between the two tracks 
and blocking both of them nearly eizht hours. 

Early on the morning of the 4th some cars of a freight 
train on the Pennsylvania Railroad ran off the track at 
trobe, Pa., obstructing the road two hours, 

On the 4tha freight train on the New York, Lake Erie & 
Western road ran off the track near Phillipsburg, N. Y., 
wrecking the engine and yoy engineer, 

On the evening of the 5th 12 cars of a coal train on the 
Cincinnati & Muskingum Valley road ran off the track near 
Clarksville, O., and several of them were piled up together 
and badly broken. A brakeman was hurt. 

On the evening of the 7th three cars of @ passenger train 
on the New York Central & Hudson River road jumped the 
track near New Hamburg, N. Y., and one of them went 
down the bank into the Hudson River. The conductor and 
six ngers were hurt, The ngers resolutions 
of thanks to the conductor and other train-men for their 
prompt and intelligent action, 

On The night of the 7th two cars of a freight train on the 

City, Virginia Midland & Great Southern road 


y broken, 


ran off the track near Rapidan, Va, Both cars went down 
abank and were wrecked, injuring the conductor anda 
brakeman seriously, 


On the 8th four cars of a fre’ 
Nashville road ran off the ti near Belmont, Ky., block- 


ing Se road five hours, 

the afternoon of the 8tha freight train on the Balti- 
more & Ohio road ran off the track at Easton, W. Va., dam- 
aging the engine and several cars, and blocking the road 
four hours. 

On the 9th several cars of a freight train on the Buffalo, 
New York & Philadelphia road ran off the track near Hol- 
land, N. Y., doing some dumage. , 

On the morning of the 10th a car of a freight train on the 

uisville & Nashville road ran off the track in Nashville, 
Tenn., doing some damage. ; 

Very early on the morving of the 11th a freight train on 
the Boston & Albany road ran off the track near Kinder- 
hook, N. Y., wrecking 12cars and blocking the road several 
hours. 

On the evening of the 19th the slee coach of a passen- 

r train on the New York Central  fucdeon River road 
| aot the track in Buffalo, N. Y., doing some damage. 

On the night of the 20th the engine of a freight train on 
the Indianapolis Belt road ran off the track and upset. 

Early on the morning of the 22d 12 cars of a freight train 
on the Troy & m road ran off the track at Blackinton, 
Mass., and ran into a building adjoining the track, breaki 
down part of it and wrecking the cars. The forward pa 
of the train broke loose and went on. In eeyny Sys after 
the missing cars some more damage was done to the wreck 

On the night of the 23d the rearcar of a passenger train 
on the Connecticut & Passumpsic Rivers road jumped the 
track near Newport, Vt., just as the train was going upon a 
bh bridge. The car struck a pile of lumber standing be- 
side the track, and was thrown back acr.ss the rails. 

On the 24th the engine of a freight train on the New York, 
Lake Erie & Western road ran off the track in Newark, N. 
J., blocking the road an hour. : , 

On the morning of the 25th a switching train on the Terre 
Haute & Indianapolis road jumped the track in Indianapolis, 
Ind. Several cars were wrecked. f - 

On the morning of the 27th a passenger train on the New 
Brunswick Railway ran off the track near Burnside, N. B., 
and the engine upset and was damaged. 

On the evening of the 28th several cars of a freight train 


t train on the Louisville & 








. 


on the P Ivania Railroad ran off the track at Carney’s 
Tower, Pa., blocking the road several hours. 


BOILER EXPLOSION. 


On the morning of the 17th the engine of a repair train on 
the Greenville & Columbia road exploded its boiler when 
near Belton, 8. C. ‘Phe engine was wrecked, the engineer, 
fireman and another man was killed. 

OTHER ACCIDENT. 

On the 10th the engine of a passenger train on the Louis- 
ville & Nashville road broke a connecting road when near 
Shepherdsville, Ky., damaging the engine and injuring the 
engineer. 

This is a total of 86 accidents, by which 16 persons were 
killed and 64 wounded. Eight accidents caused the death 
of one or more persons each; 12 caused injury but not 
death, while in no less than 64, or 74.4 per cent. of the whole 
number, there was no injury serious enough for record. 

As compared with November, 1878, there was an increase 
of 18 accidents, of 1 in the number killed and of 10 in that 
injured, 

These accidents may be classed as to their nature and 
causes as follows : 


COLLISIONS : 
ern ccahhcetese bsusitabevce Sn6ecepseeece 
ee ee ee eee 
Crossing collisions 


or 
27 


DERAILMENTS : 
neta hs Ek dg a weadittaeasbercsnanceseseee 
es vockcs 6s 00. Seed dcsenheuspteeteccscéccas 
eee . 
Broken draw-head 
TE Tr a or eee 
Sens < RAE Des aioe anhnican a 

ash-out 


Sees ak Aedes s kik resekase 
Open draw-bridge 
Misplaced switch 
BPUONGET MUONENOOR BWITER. ........... 0000 cacceecscsccce 2 
Unexplained 


Boiler explosion 
Broken connecting rod 


aS ic Cats dots cea Veale eke tes aastaes sasecinds. oa (30 : 

Six collisions were caused by trains breaking in two: two 
by cars run out of sidings upon main line; one each by fail- 
ure of brakes, by failure to use signals, by a misplaced switch, 
by carelessness in side-tracking cars and by the failure of a 
conductor’s watch to keep good time. There were 21 acci- 
dents traced directly to defect or failure of road or equip- 
ment. 

It may be noted that 42 accidents took place in night or 
evening or very early in the morning, that is during the 
hours of darkness; 34 occurred in daylight, while in 10 
cases the time is not recorded. 

The division according to classes of trains may be stated as 
follows: 


Colli- Derail- Other ac- 
Accidents: sions. ments. cidents. Total. 
To passenger trains ........... 2 16 1 19 
To a passenger andafreight.. 4 io ie. + 
To freight trains .... . ....... 30 32 1 63 
De ianuitiew coax 36 48 “2 86 
Casualties: 
pO Ree rere 4 9 3 16 
TRGUPOE TGF oc cc cstcsvcverccccees 28 35 1 64 
aoe ence 32 44 4 80 


The number of accidents was pretty large, but there were 
many slight ones, and few severe or very fatal. Collisions 
are in larger proportion than common, and there were but 
few butting collisions. A large number of rear collisions of 
freight trains are in the record, and the somewhat unusual 
number of three crossing collisions. The commonest cause 
of rear collisions seems to be the running of freight trains in 
sections too close together, so that in case of an unexpected 
stoppage of a leading train there is too little time to stop the 
following ones. 


Four broken bridges are recorded ; one was an old wooden 
bridge,two failed from derailed trains striking and knocking 
down the trusses,and in the fourth case an investigation is in 
progress. Eight carelessly misplaced switches keep up the 
number, and an open draw accident, surely the result of 
carelessness somewhere, is in the record. Train-wreckers 
this month confined their attention to switches. 

The month has been generally dry, free from storms and 
from severe cold, and the unusual number of accidents is 
due, apparently, not to any seasonable or climatic causes, 
but rather to an unusual press of traffic, requiring a greater 
number of trains and causing some confusion of schedules 
and time-tables and perhaps some overwork of train-men 
and of equipment. This is shown by the nature of the acci- 


dents ; perhaps some postponement of needed repairs to 
equipment may have contributed also to swell the list. 

For the year ending with November the record is as fol- 
lows : 


Number 





1 8 
23 90 
11 75 
14 50 
4 27 

5 20 
18 55 
14 54 
19 59 
8 47 
35 96 
16 64 
183 695 
196 724 


The year shows a considerable increase in accidents, but a 
decrease in killed and injured. 

Averages per day for the month were 2.87 accidents, 0.53 
killed, and 2.183 injured; for the year they were 2.48 acci- 
dents, 0.50 killed, and 1.90 injured. The average casualties 
per accident were, for the month 0.186 killed, and 0,744 in- 
jured; for the year, 0.202 killed, and 0.769 injured. 


Hewitt’s Improved Piston-Rod Packing. 

The engravings herewith represent a form of packing for 
piston-rods which has been patented by Mr. John Hewitt, 
Superintendent of Motive Power and Machinery on the 
Missouri Pacific Railroad, and is extensively used on that 
line. Its construction is made very clear by the engravings. 
The packing consists of a series of beveled rings, A, B, A, B, 
fig. 1, the inner set of which bear against the piston-rod and 
the outer set against the inner surface of the stuffing-box. 
The bevels of these rings are respectively reversed as 
indicated in the section and also in figs. 2 and 3—fig. 2 
being a perspective view of one of the outer rings and fig. 3 
a similar view of aninner ring. These rings are made of 
lead, and are cut in half transversely and placed into the 
stuffing-box so as to break joints They are cast in metal 








HEWITT’S 


moulds, and used in their rough state, without being turned 
or otherwise finished. 

The gland C has a receptacle which is filled with waste or 
wool, and kept saturated with oil to lubricate the rod. 





Fig. 2. 


Fig 3. 


This form of packing has been applied to 75 engines on 
the Missouri Pacific Railroad and is used, not only for the 
main piston-rods, but for valve-stems, throttle-rods, West- 
inghouse brake air-pumps, slip-joints, etc. 

The address of the patentee is No. 1,323 Jefferson avenue 
St. Louis, Mo, 


Gontributions. 
A Circular Track Gauge. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

The following modification of the circular track gauge 
proposed by }. S. Prendergast, C. E., in a recent number 
of the Ruilroad Gazette, has suggested itself to me : 

Make one end like the cormmon gauge—the other the arc 
of a circle, say a foot long; the plain end of the gaug® 
being the centre from which the arc is struck, and the length 
of radius the width of guage required. 

You-can move the gauge six inches each way out of square 
and still have it correct. 


six inches either side of square ; but when it got out more 


ping down between the rails, give notice to the spiker. 
Oa W. 





Railroad Construction Throughout the World. 


The London Times has the following interesting article: 

‘** One of the first manifestations of reviving confidence in 
commercial circles is usually the large number of schemes 
put forward for the construction of new railways and the 
ready subscription of the capital required to carry such 
schemes into effect. Judged by this standard, there is every 
reason t) conclude that a real and permanent revival of in- 











| enough that such an expectation might be realized ; 


I would have an ear or flange at | 
each end of the arc, of a length equal to its versed sine, to | 
rest on top of the rail when the guage was square, or within | 
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dustry is now in course of inauguration. There never prob- 
ably was a time in the whole half-century of railway annals 
when railway promoters were more active and fertile in 
their projects than they are at the present time. There is 
little reason to fear that in England we shall see repeated 
the manias of 1837 and 1844; but even here the applications 
made for Parliamentary power to construct new lines indi- 
cate the belief on the part of the leading railway companies 
that the system as at present constructed is far from com 
plete. It will probably surprise many even of those who 
are tolerably familiar with railway matters to learn that 
during the last session 52 of the railways in the United 
Kingdom promoted bills for the construction of new lines, 
representing an aggregate expenditure uf over £11,000,00U 
sterling. And itis probable that next session will witness 
a still greater shoal of railway bills, induced by the present 
cheapness of material, and the almost certain prospect of an 
enhanced cost in the purchase of permanent way, stores, and 
other railway requisites. 

It is not, however, from the further development of Eng- 
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lish railways that the industry of the future has much to ex- 
pect. Relatively to its size and population, England, as be- 
comes the birthplace of the system, is better furnished with 
railway accommodation than any other country, and it will 
require a remarkable access of enterprise and capital on the 
part of the Continental countries to deprive her of this pre- 
eminence. Meanwhile, however, there are many evidences 
of a disposition on the part of other European states to come 
abreast of England in reference to this source of wealth and 
industry. 

In France the Minister of Public Works has recently pro- 
jected the construction of 17,000 kilometres [19,560 miles] 
of new railway, of which 9,100 kilometres [5,650 miles] are 
to be trunk lines, 2,500 kilometres [1,550 miles] local or 
branch lines, and the remainder lines already conceded to, 
but not yet executed by, the different companies now in 
existence. It is estimated that the construction of this new 
system will involve 150 millions sterling, aud it is proposed 
to distribute the work over a period of six years. This is, 
indeed, the most gigantic scheme of its kind that has yet 
been launched in France, and it says much for the resources 
and confidence of that country that it should now be on the 
cards. But France is far from being the only European 
country intent on the development of her railway system. 

Italy, with characteristic ambition, proposes to construct 
8,177 kilometres (2,000 miles) of new lines, at a cost of 884,- 
000 millions of francs ($177,C00,000), the whole to be finished 
within sixteen years. This will add a full fourth to the ex- 
isting Italian system, which is now of smaller extent than 
that of any other country in Europe. 

Austria is occupied with schemes tending not only to the 
extension of her own resources but those of the adjoining 
Principalities as well. She not only proposes to unite the 
Austro-Hungarian railways with those of Switzerland by a 
tunnel through the Arlberg, but she is occupied with the 
consideration of lines designed to connect the capital of 
Eastern Roumelia with the capital of Bulgaria, and to fur- 
nish direct communication between Salonica and Belgrade 
Much is expected from the new régime established by the is 
sues of the Russo-Turkish war, but the capital at the dis- 
posal of Servia, Bulgaria, Roumania and Roumelia is now. 
and will probably for a long time remain, so limited as to re 
tard the completion of the numerous lines that are not only 
suggested but actually necessary to develop the agricultural 
and other resources of these countries. It is believed in Ser- 
via that English capital will be forthcoming for the construc- 
tion of the projected line from Salonica to Mitrovitza, and, 
inasmuch as the establishment of this connection would be 
likely to shorten the journey to Alexandria, it is — 
ut Eng- 
lish capitalists are by no means so certain to embark in many 
lines of a more local character that have recently been talked 
about. 

Russia, which has done such wonders in railway extension 
during the last few years, is far from being satisfied with 


| what she has already achieved, and among many schemes of 
than that, one of the ears would slip off the rail and, drop- | 


a less important character, now either in course of considera- 
tion or being carried out, she proposes to extend the Cauca- 
sian Railway from Vladikaukaz to the Persian frontier, if 
the Shah will undertake to meet it there with a trunk line 
from Teheran. Another line has been projected from Tiflis 
to Teheran, in which it is said Russian capital will be em- 
barked, and a continuation of the line from Teheran to Herat 
is in contemplation. 

But the most important of all the railways talked of in the 
East is that of the Euphrates Valley, which will be over 
1,000 miles in length, and is estimated to cost considerably 
over ten millions sterling. There are those who consider 
that this railway is still a very remote event, but its con- 
struction has, at any rate, been rendered much more proba- 
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ble by recent political changes. Projects for the construc- 
tion of lines from Esmid, on the Sea of Marmora, to Aleppo, 
and from Alexandria to , are also under the serious 
consideration of English capitalists, and may before long be 
reduced from paper to actual fact. 

_Large as some of these schemes appear to be, they are not 
likely to furnish railway promoters with their chief work in 
the future. Great asare still the requirements of some 
European states, they are but a drop in the bucket in com- 
parison with those of Asia and America. On the former 
continent our Indian Empire demands an unlimited multi- 
plication of the 7,551 miles already opened, and, as within 
the last five years the receipts of the Indian railways have 
increased from £3 2s. 4d. to £5 5s. per £100 on the capital 
expended, there is encouragement afforded to carry out the 
further extensions so greatly needéd for the full “develop- 
ment of the country. 

Unfortunately, ‘China has rejected the overtures of 
European civilization in the matter of railways, and it is 
probable that years may elapse before the people of that 
country find themselves *‘ clothed and in their right mind” 
with respect to this indispensable adjunct of progress. But 
it is otherwise with Japan. Itis true that the Japanese are 
lamentably short of means. They must resort to Europe for 
the bulk of the capital required for their railway system. 
But the country is not without resources, it has a teeming 
population ; and the people are fully alive to the importance 
of railway communication. Lines have already been con- 
structed from Yokohama to Tokio, from Kobe to Osaka, and 
from Osaka to Saikio, anda prolongation of the line from 
Tokio to Tagasaki is now under consideration ; while an- 
other line between Kioto and Otsu has recently been sanc- 
tioned, and will in all probability be comple within the 
next three years. 

Not less hopeful than Japan as a future field of railway 
operations are our Australian colonies. In Vietoria there 
are only 1,112 miles of railway yet constructed. This very 
inadequate mileage is now being increased. In Queensland 
the central line is being extended for 170 miles westward 
from its present terminus, and in New South Wales, where 
only 600 miles of line have yet been constructed, a further 
217 miles are now in course of construction, while it is an- 
ticipated that the extension projected to Hay and Went- 
worth will eventually be connected with a line to Adelaide. 
A new line from Port Darwin to Pine Creek, a distance of 
132 miles, is being promoted by the Australian government. 
In Western Australia the new Eastern Railway, now in 
course in construction, is only the beginning of a general 
system that will connect the eastern agricultural districts 
with the city of Perth. 

It would seem to be the “ manifest destiny ” of the Ameri- 
can continent to design and carry out the most gigantic en- 
terprises in railways as in other works of construction. Up 
to the end of last year 81,841 miles of railway had been 
completed in the United States, of which 29,000 miles* had 
been laid down within the last five years. In spite, however, 
of this unique progress the spirit of railway speculation is 
probably as rampant now as it ever has been. Up to the 
i time, according to an American authority, a greater 
ength of new track has been laid in the United States than 
during the corresponding period of any year since 1873. 
And that which is already done may be considered as only 
a fraction of the work actually decided on. The Texas & 
Pacific Company have undertaken the completion of the 
road from Fort Worth to the Pacific coast, a distance of 
1,200 miles, at a cost of over $24,000,000. The Kansas 
Railway Company are constructing 635 miles of new line; 
the Northern Pacific, 400 miles; and the Central, Eastern 
and Southern lines have extensions in hand that will repre- 
sent during the next twelve months an aggregate outlay of 
at least 20 millions sterling. Altogether, at the present 
time, there are about 15,000 miles of new railway under 
construction and surveyed in the United States—a mileage 
almost equal to the whole railway system of Russia, more 
than double that of Italy, and only about 2,00U miles short 
of that of Great Britain. 

Nor is the development of American Railways confined to 
the United States. Canada has now fairly launched the 
Canadian Pacific Railway, which will extend from the Prov- 
ince of Ontario to the Pacific, a distance of about 2,000 
miles, and the Legislative Assembly of Newfoundland is 
promoting a line across the island from St. John’s to St. 
George’s Bay, which, with a corresponding service of steam- 
ers connecting the island with the mainiand on the other 
side, would enable the Atlantic trade to be landed at and 
dispatched from a point of North America nearly 1,000 
miles nearer to Europe than New York. 

In Brazil, again, there are only 1,707 miles of new lines 
now in operation, and it is proposed to add considerably to 
this mileage. 

It will be admitted, on the most superficial glance at the 
railway extensions proposed and in progress throughout the 
world, that there is no apparent lack either of cuulidence in 
the future of railways or of promised commerciel activity 
resulting therefrom. But what of the means necessary to 
earry out such a multiplicity of gigantic schemes? Rail- 
ways, even under the most favorable circumstances, are 
costly undertakings. In England, at the present low price 
of materials, the cost of laying a mile of single line in a sub- 
stantial manner is not less than £1,600, and the capital em- 
a per mile of line open represents an average of not 
ess than £33,472. It is true that the pioneer railways con- 
structed abroad are usually much less expensive by reason 
of the lighter materials with which they are laid, but even 
when this consideration has been duly discounted the average 
capital expenditure required cannot be put down at much 
less than £10,000 per mile of line open, and when we multiply 
by this figwre the 65,000 miles of new lines, either in course of 
construction or projected throughout the world, we find that 
a capital of something like 650 millions sterling will be requir- 
ed to carry out the work. It is notorious that the recent 
results of railway speculations have not been so encouraging 
as to tempt capitalists to rush into similar projects in the 
time tocome. Even in this country, withits enormous com- 
merce and unique mineral and manufacturing interests, in a 
total authorized capital of 704 millions, there werein 1874— 
to select a year when trade was relatively good—over 132 
millions on which no dividend at all was paid, and 36 mil- 
lions more on which the dividend paid did not 
exceed 1 per cent. In America, the failure of rail- 
road speculations, regarded as investments, has almost 
become a by-word, and even in the best of cases, 
the average dividends have been far from remark- 
able. But, on the other hand, railways have been to a greater 
extent than most other investments an improving source of 
revenue, and capitalists have now the great inducement of 
being able to make their monoy go farther for a given result 
than they could ever do before, ur are likely to do again for 
at least some years to come. As an instance of the relatively 
low cost of railway construction at the present time, it is in- 
comeing to record that the first steel rails purchased by the 
Pacific Company in 1865 cost $234 per ton, while last year 
the same company paid only $43 per ton, or less than one- 
fifth the price of 14 years before. It is pretty much the 
same with the English railway companies, who were called 


*A mistake: about 11,000 miles since 1874, and but 15,000 
since 1873,—EbiToR RatLRoaD GAZETTE. 


as 1873, to pay £15 10s. for rails 
that can now be t for a little over £4 per ton. In 
other words, the of construction in the item of rails 
alone " now from £2,000 an > r vw Aw 9 Pogo = 
was a few years ago, acco to the weight of the rai 
employed ; and railways that are reall 

a reasonable prospect of yielding even the smallestdividend, 
are likely on this account to find the ways and means placed 


upon, even so recentl 


regarded simply as investments. They are looked upon, 


—as the avenues through which trade ‘and commerce are to 
be opened up ; and from this point of view governments not 
altogether bankrupt are ready to lend their coéperation and 
even give the initiative to private speculation and enter- 
prise. 





The Dayton Cam Pump. 


The illustrations herewith represent a very efficient form 


Vaile & Co., of Dayton,O. Fig. 1 represents a side view 
and section of the valve chamber, and fig. 2 a section through 
the centre of cylinder in a horizontal plane. 

Of the mechanism of this pump the manufacturers say : 

** The steam valve is a plain slide valve, worked by means 
of a cam bolted on the piston-rod, and moving with it, and 
by the shape of the cam the stroke is slowed down at each 
end, giving ample time for the water cylinder to fill, and 
water valves to close before the return stroke. thus insuring 
a full stream every stroke, and preventing the pump piston 
from striking against the water when the cylinder is but 
partly filled ; and itis utterly impossible for the steam valve 
to be thrown into such a position as to shut off steam and 
stop the pump. The steam valve isa plain slide valve, no 
more liable to get out of order than the slide valve of an 
ordinary engine.” 


It is claimed for this pump: 


‘‘ It has no small intricate passages liable to fill up with 
dirt and grease, which in some other pumps require to be 


at their disposal at a time when money is so plentiful and | 
the bank rate solow. Railways, moreover, are not always | 


and very justly, as the indispensable means to ajdesired end | [, 


of steam pump, which is manufactured by Messrs® Smith, | 
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d suspension of an- 

| thracite mining for the next two weeks will be carried out. 

| Coal shipments from Seattle, Wash. Ter., for November 
were 12.332 tons; for the eleven months, 123,510 tons. 
This coal passes over the Seattle & Walla Walla road. 


Lumber Rates. 


| A meeting was held Nov. 18 at the Grand Pacific Hotel, 
Chicago, of representatives of the north and south lines do- 
ing business in Ohio and Indiana, to take action in regard to 
lumber rates. About thirty roads were represented. Mr. 
. C. V. Brown presided, and C. L. Ludlow, of the Balti- 
| more & Ohio road, acted as Secretary. The day was spent 
in one continual discussion. The result was that lumber 
rates from Sandusky, Toledo, Cleveland, Michigan City, the 
Saginaw district, Muskegon, and Chicago, to all junction 
points in Indiana, Ohio, and the principal ones in Illinois, 
will be made the same as those decided upon at the meeting 
held in Cleveland, Nov. 21, and all such rates were, there- 
fore, at once re-affirmed. It had bee» expected that a num- 
ber of changes would have to be made, and for that purpose 
the meeting was called, but it failed of its object, and the 
rates will remain as heretofore. 


required, and show | 


Restoration of Rates on Cheese, Butter, Eggs and 
Wool 


The following circular has been issued by the Joint Execu- 
tive Committee: 

‘The Joint Executive Committee decided at the Chicago 
meeting, Dec. 18, to establish the following classification 
and rates, to take effect Jan. 1, 1880, on the following 
articles: 

‘Cheese in boxes or casks, in refrigerator cars, 10 cents 
per 100 less than third class. 

‘Cheese, not in refrigerator cars, 20 cents per 100 Ibs, 
less than third class. 

‘** Butter, third class. 

‘Eggs, actual weight, owner’s risk, third class. 

** Wool, second class.” 


Grain Movement, 


For the week ending Dec. 13, receipts and shipments of 
grain of all kinds, at the eight reporting Northwestern mar- 
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Fig. 2. 


THE DAYTON CAM PUMP. 


frequently cleaned; the water valves are easily accessible, 
and the pump will not stop while there is sufficient steam to 
drive it, and it will start at any part of the stroke and dis- 
charge the condensed water. 

“Tt can never make a short stroke; each one must be com- 
pleted before the steam valve will open to cause it to make 
a stroke in the opposite direction. The peculiar arrange- 
ment of the cam movement, in connection with the piston, 
causes the water valves to lift and set easily, and without 
jar, thereby saving the wear and tear on the valves and 
seats.” 

These pumps seem to be admirably suited for railroad use, 
and have been extensively introduced for that purpose in 


the Western States. 





TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months ending Nov. 30: 


1879. 1878. Inc, or Dee. P.c 
Den., South Park 
Pacific........ yk. i ee eee 
Paducah & Eliza- 
bethtown.... ... 299,915 $294,890 I. 5,025 1.7 
St. Louis & 8. E... 666,062 602,238 1. 63,824 10.6 
Month of October : 
Atlanta & Char- 
lotte Air Line... $88,498 $81,455 1. $7,043 8.7 
Frankfort & Koko- 
ae 3,943 3,221 I. 722 2. 
N. Y., Lake Erie & 
Western.... ..... 1,713,698 1,473,532 1. 240,166 16.3 
Net earnings 715,723 619,487 IL. 236 15.5 
Month of November: 
Denver, So. P’k. & 
ee 0 ee eee eee eee 
Paducah & Eliza- 
bethtown........ 41.07 $27,737 I. 14,030 50.6 
St. Louis & S. E... 62,222 62,977 D. 755 1.2 
First week in December: 
Minn. & S'. Louis. $12 467 $6,393 1. $6,074 94.9 
Second week in December: 
Chic. & 
pS eee $18,758 $16,427 1. $2,331 14.5 
St. L., Iron Mt. & 
uthern. ...... 184,720 148,479 I. 36,241 24.5 
Week ending Dec. 13: 
Grand Trunk..... $189,269 $158,942 I. $30,327 18.9 


Coal Movement. 


Coal tonnages reported for the week ending Dec. 13 are as 
follows: 





1879. 1878. Increase. P.c. 
‘pie cis iicceveossd victors 554,977 336,743 218,234 64.8 | 
— eran eee ‘outa bs | ERR eens 
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kets, and receipts at the seven Atlantic ports have been, in 
bushels, for the past seven years: 







North- North- 
western western Atlantic 
receipts. Shipments. receipts, 
. 2,626,568 1,304,247 1,499,457 
2,247,072 636,161 1,261,514 
29,850 742,915 1,835,211 
DGikbecwsessausrueee 2,732,511 1,380,152 2,246,464 
iinlagscseassna ant 2,808,557 1,172,719 2,463,069 
ts Peer 1,453,904 3,097,492 
BD Aiikdotinta200n00sh0eeee 869,623 2,707,037 


The Northwestern receipts were smaller four weeks before, 
but with that exception not since May. The shipment of the 
same markets were 37 per cent. less than the preceding week, 
and much smaller than in any other week of this year, of 
1878, and since May, 1877, and smaller than in the cor- 
responding week of the three years previous. The At- 
lantic receipts were also the smallest of the year, with the 
exception of the first three weeks of January, and 
but half as great as those of the previous week—that is, 
the movement of the week was exceptionally light for recent 
years, with no natural obstacle, such as a snow blockade, 
Speculative movements have made grain so dear at the great 
northwestern markets that there is little inducement to ship 
either to the sea-board or to Europe, one effect of which is 
seen in the extraordinarily low ocean rates. 

Of the receipts at northwestern markets, Chicago had 46.9 
er cent.; St. Louis, 20.2; Milwaukee, 16.4; Toledo, 5.9; 
Peoria, 5; Detroit, 4; and Cleveland 1.6 per cent. 

Of the receipts of Atlantic ports, New York had 38.8 per 
cent.; Baltimore, 26.6; Philadelphia, 15.4; Boston, 9.2; New 
Orleans, 8; Portland, 1.7; and Montreal, 0.3 per cent. New 
York’s receipts are not one-third of its previous week’s re 
ceipts, and are the smallest since the snow blockade of last 
January. Baltimore’s and Philadelphia’s are the largest for 
four weeks. 


A Land Grant Decision. 


A Washington dispatch says that the Attorney-General of 
the United States has rendered an opinion upon certain in- 
uiries submitted by the Secretary of the Interior touchin 
the authority of the latter to issue patents to the state o’ 
Minnesota for the benefit of the Southern Minnesota Rail- 
road Company for certain lands within the limits of the 

nt by act of July 4, 1866. The question arose upon the 
fact that the road, or a portion of it. was constructed after 
the period prescribed in the granting act, and upon a line 
| different from that adopted as the definite location. The 
| Attorney-General holds that the state is entitled to the 
| lands, notwithstanding the road was built after the time 
| fixed for its completion expired, because no action, either 
| legislative or judicial, had been taken to reinvest the United 
| States with the title. On the second point he holds that the 
| definite location by the company, prior to the acceptance by 
| the state of the grant, was not binding on either the state or 
the government, and that, as the state had by repeated leg- 

| islation uired the ae to build to certain poin 
distant from the line as fixed by the definite 

, the government must accept the construction. 


| several mi 
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EDITORIAL ANNOUNCEMENTS, 





Passes.—All 
den to ask 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
re to THE RAILROAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 


Ep1iTtoR RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly wnderstood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, es, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 

is useless to ask usto recommend them editorially, either 

for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 


under their observation, such as changes in railroad offi- 


cers, organizations and changes of companies, the letting, 


progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 

ecially annual reports, some notice of all of which will 
be published. 


THE YEAR 1879. 


The year now closing will be notable in the commer- 
cial history of the country as that in which confidence 
was first fully restored after the disasters of 1873. It 
was not this year, however, that the downward course 
of business was arrested and the recovery begun. 
That event took place a year and a half, before the 
year 1879 began. In our review of the year 1877 
(published Jan. 4, 1878), we said : 

“The year that is just ended seems likely to be memorable 
as the dividing period marking the extreme of depression uf 
a past season of business prostration and the begmning of a 
recovery, which we may expect to lead, sooner or later, with 
greater or less rapidity, to a season of prosperity. There 
can be little doubt that in the first half of the year the 
depression, at least in transportation business, was greatest, 
and it is as little doubtful that in the last half, or, speaking 
more precisely, in the last five months, there has been a 
decided increase of traffic in a large part of the country.” 

The very bad condition of trade in the first half of 
1877 could be traced to the bad harvest of 1876 and 
the low prices received for it, following a season of 
prolonged industrial prostration; the revival in the 
last half of that year to the fine harvest in the summer 
and the high prices obtained in consequence of an ex- 
ceptionally urgent foreign demand. Now we have 
not since 1876 lacked the stimulus of abundant har- 
vests: taking the country as a whole, the production 
of grain, of cotton and of hogs, has been larger than in 
any of the years previous to 1877. There have been 
local failures, as of wheat in California in 1877, and in 
Minnesota and vicinity in 1878; but the country. 
as a whole, has had immense quantities of farm 
products to market. For the crops of 1877 com- 
paratively high prices were received, and the pur- 
chasing power of the farmers was the largest since 
1873 ; the cropof 1878 was very much larger, and the 
foreign demand was sufficient to absorb the surplus, 
but the demand was much less urgent, and the prices 
very low—for hogs the lowest for many years. The 
result was great activity in transportation to the sea- 
board, but little or no increase in the Western demand 
for merchandise. The records of shipments from New 
York showed, we believe, little or no increase in the 
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year ending with June, 1878, over the year preceding.- | five years; investors who pay 68 for stocks now are in 


But the good crops had encouraged immigration to 


hopes of a dividend at the close of 18&0 or in 1881 at 


| the West, the area under cultivation was materially | furthest. 


| crease, but, on the whole, increase. 
— > b 


ersons connected with this paper are forbid- | 
or passes under any circumstances, and we | 


} | increased, the demand forthe commodities indispensa- 


| ble to the new settler, such as lumber and agricultural 
| implements, was strong and growing, and there 
j}also appeared, to a degree not felt before for 
| many years, a legitimate demand for new railroads in 
| the West, where immigrants were converting wild 
|lands into farms. Thus, although Western farmers 


| . ~ . . 
_| were generally poor in 1878, notwithstanding large 
| crops, it had become so evident that the country was 


growing, and that its agricultural production was sure 


. . . :f | 
ito be materially increased in the near future, if not | 
| . . . | 

the next year, that the impression prevailed pretty | 


generally that the country had seen the worst of the 


5) bad times, and that it was safe to begin new enter- 


prises and prosecute old ones on the assumption that 
thereafter the demand for commodities would not de- 
The tremendous 
| effect of this change in the convictions of capitalists, 
| manufacturers, etc., is hard to realize. It makes just 
the difference between stagnation and activity; be- 
tween growth and decay. 

But in the first half of 1878 the evidence seemed 
only sufficient to show that we had ‘‘ touched bottom,” 
that we would no longer move downward; whether we 
would immediately begin to ascend,.or whether the 
ascent would rapid, was still uncertain. 
The harvests of 1879 decided this important matter for 
We had had two successive abund- 
ant harvests, and it would not have been surprising 
had the third one been indifferent or bad. A bad har- 
vest would probably not have started us downward 


be slow or 


one year at least. 


been a severetrial. Just the contrary of this occurred. 
In a very large part of the country the harvest was 
excellent; in nearly all the rest at least tolerable, and 
with the larger area under cultivation the result is a ma- 
terially larger production of wheat and corn, and prob- 
ably of cattle, than was ever known before, and about 
as large a one of hogs and of cotton. Meanwhile the 
crops in Europe were the worst for many years, and in 
spite of the enormous home production prices are high. 
In Chicago, at this time, wheat is 50 per cent., corn 
nearly 50 per cent., and hogs 40 per cent. higher than 
at this time last year. Now the difference between 20 
and 30 cents a bushel for corn is usually much more 
than the profits of the crop at the lower price. The 
difference in prices in many cases doubles or trebles 
the farmer’s profits. If it comes after a bad year 


part of the addition is likely to be absorbed in 
paying off debts; but the result in the com- 
munity is a decidedly greater consumption of 


which, in transportation, ;is shown 
by heavier west-bound traffic. Now this has 
been the fact. This traffic (out of New York at least) 
was no larger in the fall of 1878 than in the fall of 
1877; in the fall of 1879 it was from one-fourth to one- 
third larger. Considering that New York supplies 
merchandise to the whole country, and a very large 
proportion of the more expensive kinds of merchan- 
dise, such as dry goods, this is an tremendous change. 

When the result of the harvest became known—the 
large crops and the certainty of remunerative prices 
for one year—the country seemed almost at once to 
forget the long years of business depression just past, 
end the change was not so much from distrust to con- 
fidence as from distrust and apparent hopelessness to 
sanguine expectation of immediate, great and last- 
ing prosperity. This is reflected in the great 
rise in the prices of all kinds of securities, and 
especially of those which have made no returns in 
dividends or interest, and which therefore depend 
entirely upon an increase in the profits of the enter- 
prises for any value whatever. The price of a non- 
dividend-paying security is substantially the public 
investors’ estimate of the time within which it will 
become dividend-paying, and the probability of that 
event occurring. If they believe that in five years a 
stock will be able to pay such dividends as will war- 
rant its selling readily at par, and with only such risks 
as will make 8 per cent. reasonable interest until it 
does pay such dividends, they feel justified in paying 
68 for it; because compound interest at 8 per cent. on 
68, for five years, amounts to 32. Of course this is not 
the process followed by investors and much less by 
speculators in non-dividend-paying securities, but it 
none the less is the basis of the prices. The probabili- 


commodities, 
a 


cover the risk vary accordingly, and probably hardly 
any case could be mentioned in which an investor 
would be willing to accept 8 per cent. on an invest- 


again, but it would have postponed the upward 
movement: a bad harvest here and at the 
same time one so abundant in Europe as to] 
make low prices for our products would have| 


ties varying greatly, the rates of interest proper to| 


| But the very great advance in the prices of such se- 


| curities shows unmistakably a general opinion that the 
| probability of an early increase of profits, sufficient to 
| pay dividends, is very much greater than it was a year 
|ago. In our issue of Oct. 3, of this year, we published a 
| table which showed that there had been an increase 
in the aggregate values of 41 stocks, on the basisof the 
| Stock Exchange pr:ces, from Sept. 20, 1878, to Sept. 20, 
| 1879, from $462,000,000 to $588,000,000, or 2714 per 
cent. This, however, does not nearly show the rise in 
non-dividend-payirg securities, the change in the 
prices of some of which from Dec. 28, 1878, to Dec. 28, 








1879, are shown below: 
Prices of Stecks Dec. 28.1878, and Dec. 23, 1879, or the Nearest 
Dates on which Quotations were made. 
Dec. 28, Dec. 23, 
1878. 1879. 
Burlington, Cedar Rapids & Northern........ 25 55% 
ee ee a, OS On Oe Cee 39 66 
Central of New Jersey.............. 22-20. SOB 80 
Chicago & Eastern Illinois.................... 10 70 
| Chicago, Milwaukee & St. Paul common..... 3544 72 
Chicago & Northwestern common.......... . 49 87 
Cincinnati, Hamilton & Dayton............... 20 62 
Cincinnati, Sandusky & Cleveland common.. 334 18% 
6 a . preferred. 32 45 
Col., Chicago & Indiana Central.... .......... 534 205, 
| Eastern of Massachusetts.................... 10% 2314 
LI i 6 aa crcrlane sins spi heck one Re vee iacka 21 41 
| Hannibal & St. Joseph, common...... ....... 1334 33 
os ” preferzed............ 33% 63% 
Houston & Texas Central................... . 15 48 
PR ie ccndedccsccsidacccncveds's 8 85 
Louisville & Nashville........... .........600. 40 86 
ech ccs co pacavhsanne 25 25 
Memphis & Charleston. . 8 12 
en ey ern 3 3136 
| Nashville, Chattanooga & St. Louis... . 25 7834 
| New York & New England....... be . 314% 50 
| Northern Central.... ....... é = 25 31 
Northern Pacific preferred........ ....... 2434 56 
=e re ere. 6 31 
Ohio & Mississippi common........ . 3% 2714 
- ag PUORGTTOR 50. scsncve 20 57% 
| Philadelphia & Reading............ .......4.. 123 67 
se rer eer rrr ee 5 26 
St. Louis, Alton & Terre Haute preferred.... 10 41 
St. Louis, Iron Mt. & Southern........ ....... 14 45 
St. Louis, Kansas City & Northern 7 4054 
WU cas cick co ansh hccg 5 chile aaeeeneas 21 465¢ 
ge a er errr ee 25 6334 





Here we see stocks selling now for two, three, five 
and even seven times as much as they were offered for 
last year. 

We will not here attempt to show how far this ad- 
vance has been justified. 

The year has been, compared with recent years, 
generally favorable for railroad earnings and _ profits. 
Traffic was generally very heavy, and on very many 
roads, and in the aggregate for the whole country, 
greater than ever before. Down to Dec. 13 the receipts 
of grain and flour at Atlantic ports were 25 per cent. 
greater this year than lest, nearly 80 per cent. greater 
than in 1877, and 73 per cent. greater than in 1876. 
The exports of petroleum at the same time were 221 
per cent. greater than last year, and greater than ever 
before; the provision movement was also considerably 
larger than in any previous year; for the first eleven 
months of the year the shipments of anthracite coal 
were more than 50 per cent. greater than in 1878, 31 
per cent. greater than in 1877 or any other year since 
1873, and greater than ever before. The cotton move- 
ment was also rather larger than in any previ- 
ous year, and the shipments of iron ore from 
Lake Superior were about 23 per cent. greater than 
last year, and larger than ever before. The lumber 
trade of Chicago, which is perhaps more significant of 
the prosperity of the Northwest generally than any 
other one branch of trade, was much the largest ever 
known, and 25.4 per cent. more than last year. In 
nearly every item of freight traffic of which records 
are kept, the movement has been larger this year than 
last, or ever before, and in the more important items 
the increase has been very great. The carriers have 
had plenty of freight to carry. The passenger traffic 
we learn of only through the annual reports of the 
companies, very few of which have been issued as yet. 
It does not appear, however, that there has been any 
considerable improvement in passenger traffic, which 
was lighter in 1878 than for many years previous. The 
road with the largest passenger traffic, the New York 
Central & Hudson River, shows a smaller passenger 
traffic for the year ending with September, 1879, than 
in any previous year. There was a slight decrease of 
passenger earnings on the Baltin ore & Ohio and only 
a slight increase on the New York, Lake Erie & West- 
ern. 

But the great increase in freight traffic is not reflected 
in the earnings, and still less in the profits of the rail- 
roads. In spite of the efforts which had been made to 
maintain east-bound rates, these were lower during 
two-thirds of 1879 than ever before, and the low rates 
were made on just that traffic which increased most. 
The important anthracite coal traffic, though one-half 
greater than the previous year, produced very small 
profits indeed, the price of coal (and of trans- 
portation, which depends on the price of coal) 








ment which he did not expect to return anything for 


was the lowest ever known. The low rates ap- 
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plied to the chief part of the traffic from Chi- 
cago and the Mississippi to the sea-board until 
August. The roads of the Northwest carrying to 
Chicago, Milwaukee and St. Louis were not all affected 
in the same way and to the same degree, but many of 
these had their own troubles to contend with. The 
roads south of the Ohio River are not much affected 
by trunk-line rates, but these, too, have not been free 
from conflicts. 

Aside from the conflict over trunk-line traffic to the 
East, for which it is ditficult to assign any definite 
cause or object, further than the inherent difficulty of 
maintaining rates on a traffic for which the number of 
competitors is so large, the chief *‘ railroad war” of 
the year was that between the St. Louis and the 
Chicago members of the Southwestern Railway Associ- 
ation, which was for a very definite purpose, and ended 
with a definite settlement after a five months’ contest, 
during which rates on the through traffic from 
Missouri River points to Chicago and St. Louis 
were much below cost, the passenger rate from 
Kansas City to St. Louis, 280 miles, being but 
50 cents. Another contest of the year was over live- 
stock traffic from the West to the East, which re- 
sulted in an agreement for the division of traffic on 
terms more satisfactory to shippers than the old 
‘‘evener” system. There was also a contest over 
petroleum traffic resulting from competition with the 
new sea-board pipe line, and apparently in the final 
destruction of the arrangement between the Standard 
Oil Company and the railroads, by which the former 
divided the traffic and was itself granted advantages 
which have been the subject of great and apparently 
well-founded complaint on the part of other oil-pro- 
ducers, refiners and shippers. Indeed, it seems to be 
generally confessed that there will never hereafter be 
any considerable profits, even if there should be a 
large traffic, in carrying petroleum from the oil 
regions to the great refining centres, or from these to 
the sea-board. 

We have said that the larger traffic was not reflected 
in the earnings and profits of the railroads. Earnings 
were larger, however, generally. Of 25 roads whose 
reports have been published fur the eleven months 
ending with November, 17 show an increase, and the 
decreases were nearly all small, while many of the in- 
creases were large, and in the aggregate the 25 roads 
show an increase of $6,799,155, or 7.3 per cent., with an 
increase of mileage considerably less than that. There 
was improvement over 1878, and earnings were good 
in 1878. Several roads have shown large increases in 
net earnings for portions of the past year, but the ele- 
ments of expense have been greater and not less. 
Where great gains have been shown it has usually 
been because the previous year’s profits were ak- 
sorbed in making repairs really chargeable to the trafiic 
of earlier years, leaving only the normal amount 
or Jess than the normal amount to done 
in 1879; or it has been where, with a great increase of 
traffic, rates have been fully maintained, as has been 
the case on several Western roads. But there has been 
many cases where a very large increase of traffic bas 
been carried with little or no increase of expenses, 
The expense per ton per mile, for instance, has been 
materially less on the New York Central & Hudson 


be 


River and the New York, Lake Erie & West- 
ern than ever before. Their reports, however, 
are for the year ending with September, and 


the great advance in the price of iron and of some 
other materials was hardly felt until the very end of 
that year—and perhaps will not be until 1880, as sup- 
plies of 1879 were largely contracted for before prices 
had risen. It is evident, however, that, other things 
being equal, railroad expenses will be higher hereafter: 
in many cases the increase in the bulk of traffic and 
the introduction of improvements (especially on roads 
that have been neglected for lack of means) will pre- 
vent any increase in the cost per unit of traffic or will 
even cause a further decrease. The saving in expenses 
by paying less for material and wages, which has been 
so very great since 1873, seems now to have passed its 
limit. 

One of the most marked features of the year has 
been the great number of railroad reorganizations and 
consolidations. A great many bankrupt railroads have 
been taken out of receivers’ hands, and some of these, 
and some others, chiefly those that have not been very 
profitable hitherto, have been consolidated with other 
and stronger railroads. We have in previous years, 
when it was hard to find any solvent company willing 
to have anything to do with a bankrupt railroad, called 
attention to the desirability of this policy: that at the 
prices then prevailing such roads were frequent- 
ly valuable adjuncts to solvent railroads with 
which ‘they connected; but this year the tendency 
to the acquisition of such lines has been so 
marked that there seems to be more occasion to hint 


that too high a price may be paid for such properties 
than to point out that they are worth more to con- 
necting or parallel roads than they can be to any one 
else. Indeed, the ‘‘combination” of bankrupt roads 
has become aregular industry. Experience has shown 
that the tying-together of two or more roads, however 
unprofitable they may have been, and announcing 
them as a new line, was sure to be followed by a great 
advance in the prices of their securities, and, in many 
cases, the talk of a combination has been sufficient to 
affect the prices greatly. 

The most notable combination of the year has been 
the union of the Wabash with the St. Louis, Kansas 
City & Northern and the extensions which the two 
companies have made, which give the consolidated cor- 
poration lines from Omaha and the southern ‘ Mis- 
souri River points” to St. Louis, Chicago and Toledo. 
The virtual union of the Kansas Pacific ani most of the 
other roads which extend westward from the Missouri, 
with the exception of the Burlington & Missouri River 
in Nebraska and the Atchison, Topeka & Santa Fe, 
under the control of the capitalists who control the 
Union Pacific is also one of the important move- 
ments of the year; but this is not a consolidation, 
and there is, we believe, no contract except 
that for pooling the traffic of the Kansas Pacific 
and the Union Pacific. The parties who  con- 
trol the Wabash have also obtained control of 
various roads in Missouri and some small ones in Iili- 
nois, but here, too, there has been no consolidation or 
other union which secures their operation as one sys- 
tem. The Chicago & Northwestern has acquired sev- 
eral minor railroads; the Chicago, Rock Isiand & 
Pacific has added a considerable system by leasing the 
Burlington, Cedar Rapids & Northern: the Louisville 
& Nashville and the Nashville, Chattanooga & St. 
Louis have also made new acquirements; the Grand 
Trunk has secured a line across Michigan; the Reading 
has leased a line from Philadelphia to New York; the 
Sioux City & Pacific has consolidated a peculiar and 
quite extensive system in Minnesota, Iowa, Dakota 
and Nebraska, and there have been other consolida- 
tions and leases, indicating that the lines constructed 
in 1873 and before will soon be formed into systems. 

In railroad administration the most notable develop- 
ments of the year have been in the same direction as the 
previous year—toward the codperation of companies 
for the maintenance of rates on traffic which they 
compete for by dividing the business or the earnings 
or the profits from it in agreed proportions, and prc- 
viding machinery for effecting the divisions and exe- 
cuting the agreement. The most important work of 
the year was begun by the organization of the Joint 
Executive Committee in December last year. 
was rather providing the constitution for a govern- 
ment than setting up a government, and it had no ef- 
fect on the east-bound traffic of the winter, while all 
the time the machinery for maintaining west-bound 
rates worked perfectly and proved the _ practi- 
cability of the plan. It was not till midsum- 
mer that the machmery was fully set up, with 
provision for meeting difficulties as they arise. So far, 
though not everything has been done that was planned, 
the scheme seems to have 
though the circumstances have been so favorable for 
maintaining rates since harvest that it can hardly be 
said to have been severely tried. Just now is the crit- 
ical time, with traffic comparatively light, and many 
| bidders for it. There is, however, a much more general 
confidence in the success of the policy than ever before, 
and it is evidently generally expected by those most 
concerned that through rates will be maintained, as 
may be agreed upon, throughout the winter, and gen- 
erally hereafter, which will be one of the most impor- 
tant developments in railroad policy since the locomo- 
tive was invented. 


Public opinion has not been manifested against. rail- 


It may have been made to appear so through the long 
| and searching investigation made by a committee of 
| the New York Legislature; but there was really no 
| considerable number of complainants, though sume of 
| the things complained of seemed very real grievances, 
‘though not generally avoidable under existing circum- 

stances. There was an attempt made at national legis- 
| lation for regulation of railroads at the last session of 





|Congress which has been renewed this winter ;| 


|Georgia has passed a regulatory law and com- 


;mitted the execution of it to a board of com- 
| . : . 

|missioners; a rather radical attempt at regu- 
|lation came near passing in New Hampshire, 


| but was defeated in one house of the legislature ; the 

comumnissioners of the several states agreed upon a form 
|of report which they will recommend for adoption in 
all the states in which they act. California has in 
operation a new constitution, which aims to put the 
railroads wholly in the power of elective officers. 


But this | 


worked satisfactorily, | 


roads to any considerable extent during the past year. | 
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In railroad construction the activity has been much 
greater than in any year previous since 1873. We an- 
nounce this week the laying of 3,643 miles of track in 
1879, against 2,263 for the same time in 1878—an in- 
crease of 61 percent. When the returns are all in we 
shall probably have to report something like 4,000 
miles completed during the year, which is an addition 
| of 5 per cent. to the mileage of the country—probably 





| twice as great as the percentage of increase 
|in population. An unusual proportion of the 
new road has been built on the border—where 
there is an abundance of unoccupied fertile 


land to which settlers have been flocking for two or 
| three years—in Western Minnesota and Iowa, in Da- 
kota, Nebraska and Kansas. Among the more im- 
portant lines are the extension of the Atchison, To- 
peka & Santa Fe in New Mexico, to form part of a new 
transcontinental route: the completion of the Cincin- 
nati Southern—a unique instance of a railroad built by 
a city to further its own special interests; the com- 
pletion of the little and long-delayed Boston, Hoosac 
Tunnel & Western, which is to give the Erie a favora- 
ble Boston and New England connection; the extensicn 
of the Wabash, St. Louis & Pacific to Council Bluffs; 
and the resumption of work on the Northern Pacific. 

Abroad the most notable events in railroad history 
have been the final triumph of the policy of uniting 
the Prussian railroads into a state system as a pre- 
liminary to making the railroads of the German Em- 
pire into an imperial system—a policy not yet exe- 
cuted, but fully determined upon; and the beginning 
of a state system in France, which, however, does not 
yet goso far as to contemplate an exclusively state 
system, for the present at least. 

The prospects for the coming year are decidedly 
favorable. There is a very large traftic to carry, for 
which, until after next harvest, it will be possible to 
get renumerative rates, if the railroads do not quarrel, 
which they are trying hard not to do. A great deal 
of new construction is planned, and we shall probably 
build all that will be good for the country and quite 
possibly rather more. The demand for materials and 
equipment is heavy, at good prices, and there are the 
usual marks of the return of a period of prosperity, 
| which may be interrupted by some great calamity like 
a very bad harvest, but is not likely soon to subside 
into the stagnation prevalent from 1873 till the middle 
of 1877. 


MECHANICAL RESEARCH. 


The report of accidents for October which was pub- 
lished in the Railroad Gazette of Nov. 21 of this year 
| contains the following record: 








| ‘*On the evening of the 28th the boiler of the engine of a 
| passenger train on the Delaware, Lackawanna & Western 
| road exploded. just as the train was starting from the depot 
in Hoboken, N. J. A long strip was torn out of the wagon- 
| top just over the crown-sheet of the fire-box, and the force 
of the explosion threw the engine over on its side and de- 
molished the fences and express-shed adjoining. The engi- 
The cause 





| neer was killed, and tbe fireman fatally injured. 


| of the explosion is unknown.”* 
| The telegraphic despatches to the daily press ten 
| days ago contained the following from Des Moines, 
| Iowa, dated Dec. 16: 
* The boiler of engine No. 24 on the Chicago, Rock Island 
| & Pacific Railroad exploded at Newton this morning, in- 
| stantly killing Engineer William Gibbons and fatally scald- 
| ing Fireman Alex. Jones. Both men lived at Newton and 
| leave families. The cause of the explosion has not been as- 
certained, but it is supposed to have been a defective boiler.” 
We have here the loss of the lives of four persons on 
whom a still greater number were dependent for 
protection and support. We will not dwell 
the terrible agony and pbysical pain which the 
victims suffered, the grief and anxiety of their rela- 
tives, who have thus suddenly been deprived of those 
nearest to them, but will call attention alone to the 
fact—for it undoubtedly is a fact—that all such cal- 
amities are preventible. The question will naturally 
| be asked, How can they be prevented. The answer is, 


on 





| by removing or avoiding the cause of such explosions 


Ros a : : : 
in all other locomotives. But, it will be said, How can 


the cause be removed, if, as was reported of the Ho- 
_boken explosion, it isunknown. In reply, it may be 
| said that all explosions and railroad accidents may be 
|regarded as indubitable demonstrations of ignorance 
| or neglect, or, possibly, crime, in those who con- 
| structed, used or had the care of the appliances which 
produced such disasters. It is by omitting or neglect-_ 
| ing to analyze these demonstrations that we are de- 
| linquent in learning the lesson which is so forcibly 
| brought to our attention. 


| The use of a railroad accident is, to make travel 
| . . 
| safer for ever after, and the only reason why it fails to 


| effect this purpose is, that we do not interpret its 
| significance with sufficient earnestness or intelligence. 
|It is for the purpose of considering how this may be 


spies 

| The latter statement is incorrect: the cause of the explosion 
was very clear to a numberof persons who examined the boiler 
after the accident. 
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: Z : { 
done and to suggest a systematic method of doing it 


that this article is written. 

The explosion at Hoboken has been, and no doubt 
the one at Newton will be, investigated by the 
ordinary coroner’s inquest. At some future time we 
expect to call attention at length to the imbecility of 
the investigation at Hoboken, growing out of the fact 
that it was not conducted 
special knowledge of the subject. This is not 
to be wondered at, as coroners are not select- 
ed because of their knowledge of mechanical engi- 
neering ; and when an explosion occurs which is 
duc to any defect in the construction of the boiler, it 
is quite certain that the railroad company owning it 
will be at no pains to point it out. More than that, 
when there is any injury to person or property from 
the explosion, the company have a direct pecuniary 
interest in concealing the defects which caused it. 
The result is that one explosion after another occurs 
in this country, and no intelligent or correct report of 
it or its cause is ever made public. The only good 
which such accidents can do is thus lost ; and life, 
limb and property continue to be wasted uselessly. 

In Great Britain, when any serious railroad accident 
occurs it is thoroughly investigated by a competent gov- 
ernment officer of the Board of Trade whose experience 
and other qualifications fit him forsuch duties. A full 
report of it is then made, in which the cause is pointed 
out, and suggestions for the prevention of similar 
accidents in future are added. This is then issued in the 
form of a public document, so that all the world may 
know about it. The result is that,when an accident oc- 
curs, public attention is thus concentrated on the points 
which chiefly deserve attention. 
tions are then made by the inspector as the case seems 
to demand; and, as a matter of fact, if the causes of 
accidents are once made plain in this way, no railroad 
company can long defer adopting such means of pre- 
venting them as the reports of the Board of Trade may 
have shown to be required to insure safety. 

One feature of these reports, though, should be 
noted: their recommendations are always deduced 
from past events, or from what experience has sug- 
gested, and they never assume what might be called a 
prophetic character, or attempt to look into the future, 
excepting so far as past events may cast some light 
before them, Prophecy, or foreseeing the hereafter, is 
proverbially perilous, whereas there is no teacher on 
whom such implicit reliance may be placed as expe- 


rience, 


by one having any 


Two weeks ago some comments were made on a bill 
which was introduced into the United States Senate. 
The proposed measure has the radical defect that the 
Commission which it aims to create, instead of being 
governed in its action by the safe guidance of experience, 
is to be authorized to examine and decide what im- 
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introduced into Congress is the attempt to give the 


| action of the proposed board somewhat of the latter 


Such recommenda- | 


provements contribute to the comfort, security and | 
safety of passengers and to enforce their adoption on | 


cars and steamboats. Now, it may safely be said 
that no commissicn ever was or can be appointed 
competent to perform such duties. The proverb that 
** there is nothing certain but the unknown” might be 
applied to invention with more truth and force than 
to anything else. 
discovery or radical improvement which has been made 
in railroads since their first introduction which, if 
submitted in its early stages to a commission with au- 
thority to ‘‘ determine its mechanical merits,” or to de- 
cide whether it ‘‘ contributed to the comfort, security 
and safety of passengers,” would not have been re- 
ported upon adversely. The locomotive itself only 
succeeded through the persistence of inventors and 


character. 

The attitude which the state and national govern- 
ments should assume toward railroad companies is 
that which would be implied if it should be said, ‘‘ We 
have granted you valuable franchises upon condition 
that you serve the public in the capacity of common 
carriers ; now, we will not interfere with you or under- 
take to direct or instruct you how to manage or con- 
duct your business, but we will hold you accountable 
for the manner in which you do this. Our duty is to 
protect the persons and property of citizens; if you 
destroy or injure either, you will be held to a strict ac- 
countability. If an accident occurs on your roads we 
will investigate it and show where the blame lies, and 
point out the cause, so that it may be avoided in future. 
If you do not heed such warning, it may be necessary 
to compel you to do so in future.” 

Now, there undoubtedly is great need in this country 
of some competent authority to investigate railroad 
accidents, to report on them and to hold those who are 
responsible for their occurrence to a strict account ; 
but any attempt at assuming the control, direction, and, 
consequently, the responsibility, of their management 
will certainly either fail or else lead ultimately to the 
government assuming the entire ownership and man- 
agement of railroads. 

But it will be said, Shall there be no attempt made 
to carry on investigations or experimental researches 
for the purpose of extending the knowledge of the 
science and art of railroad operation. We say yes, but 
neither the state nor national governments are the par- 
ties to undertake it. The case seems to be somewhat 
like this: We all try to exercise as much foresight as 
possible concerning our own affairs and make use of all 
available means to enable us to form intelligent opin- 
ions to guide our action ; but most people have learned 
how very unwise it is to undertake to impose any kind 
of rules, or even give directions or advice to others to 
guide or control their actions. 
seems to apply to railroad companies. 


The same principle 
While it would 
be the part of wisdom that they should use all reason- 
able means of extending their own knowledge, proba- 
bly if any other authority should in this respect exer- 
cise any control over them, it would be as unsuccessful, 
only in a much greater degree, as individuals are when 
they try to regulate the conduct and business of others. 
That there is a pressing necessity for some systematic 
means of making researches in various directions, 
there can be no doubt ; but it is equally true that the 
difficulties of carrying on such work successfully are 
very great. That they are insuperable, however, is 
not believed. 

Some years ago it was proposed to establish a 
Mechanical Laboratory, in connection with the Master 
Mechanics’ Association. It was reported upon several 
times, and very fully discussed, but the plan was 
finally abandoned, chiefly because the members of that 
Association had no authority to act for the railroad 
companies. It was afterward proposed in these pages 


that, instead of a mechanical laboratory, a ‘‘Com- 


| mittee on Mechanical Research ” be appointed by that 


There is hardly any invention or | 


Association. The duties of such a committee, it was 
suggested, should be to determine what kind of investi- 
gations should be made, choose the most competent 
persons to make them and exercise a general super- 
vision of such work. The plan was not carried out, 
but last vear the Institute of Mechanical Engineers, of 


| England, put into operation a similar plan, which was 


engineers, and in the'early stages of its development | 
almost any commission which could have been ap- | 


pointed, if guided alone by the 
would have reported in favor of 
against the iron horse. The _ link-motion, 
injector, air brakes, the use of steel for 


evidence before it, 


rails, tires 


and boilers, the block system and_ interlocking 
switches and signals and lighting cirs by gas 
would all have been in danger of an adverse 


report, if, in their early stages, their merits had been 
submitted to acommission of any kind. Such a body 
has not, even inaqualified sense, the gift of prescience, 


animal power ana | 
the | 


fully described in the Railroad Gazette of Feb. 8, 
1878 (page 68). A Research Committee was appointed 
by that Association with very much the same duties 
that were proposed for a similar committee to be 
appointed by the Master Mechanics’ Association. After 
their appointment, they announced that it was desir- 
able to have the following subjects more thoroughly 
investigated. 1. The Hardening, Tempering and 


| Annealing of Steel; 2. Friction at High Velocities; 3. 


nor the foresight to act in an executive capacity—and | 


invention and design are eminently executive process 
es. Such duties in all governments, of states and of 
corporations, are, as the result of centuries of experi- 
ence, always intrusted to a single head. On the other 
hand, in the performance of judicial functions, a 
board of commissioners can act very effectively. 

It will be noted that the duties of the English Board 
of Trade are, toa very great extent if not entirely, 
judicial in their nature. That is, it pronounces on 
events after their occurrence. Its action is retrospect~ 
ive and not previsional, to coin a word for the occa- 


Form of Riveted Joints. Sub-committees were ap- 
pointed to take up these subjects, their first duty being 
to prepare a preliminary report, giving a summary of 
all the existing knowledge relating to them, at least so 
far as that could be ascertained from existing litera- 
ture. Quite recently, the first of these preliminary 
reports has been received. The first of them, on the 
‘Hardening and Tempering of Steel,” contains vine 
pages, each with about as much matter as there is ina 
column of the Railroad Gazette. The oneon “ Friction 
at High Velocities” has five pages, and the one on 
‘** Riveted Joints ” has twenty-one pages of text and 
five pages of diagrams, made by some cheap transfer 
process. 

Each one of these reports is a summary of the exist- 
ing knowledge relating to the subject, and gives a list 


| of all the books and papers relating to it so far known 
sion. An essential error in the bill which has been | to the coniniittees, and ends with suggestions of the 
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kind of experiments which are needed and the manner 
of making them. Thus far the work has proceeded 
most favorably, and these preliminary reports give the 
most thorough and complete resumé in existence of 
the subjects to which they relate. 

In appointing the sub-committees, the Research 
Committee has apparently selected the ablest men 
in Europe for the work, which is then intrusted to 
some one member who signs himself ‘‘ Reporter” to 
the committee. Prof. A. B. W. Kennedy was the 
Reporter on Friction; William Anderson, Esq., on 
Steel, and Prof. W. ©. Unwin on Riveted Joints. 

It should be added that the whole plan of carrying 
on such investigations has been very carefully guarded, 
and that, judging from the results thus far, it pro- 
mises to be very successful. 

Reference has often been made in these pages to the 
German Railroad Union, which has engaged to some 
extent in work of the kind that is proposed for the 
Research Committee of the Institute of Mechanical 
Engineers. This Union is composed of the different 
railroad companies (and managements of state rail- 
roads) which send one or more deputies, and exercise 
the right to vote through a suitable authorization. 

We learn that the question of organizing a depart- 
ment for mechanical research will probably come up 
before the Western Railroad Association at their next 
annual meeting to be held in January. Precisely what 
form, if any, such an organization will assume, it is, of 
course, impossible to anticipate. It would seem, 
though, that the persons to make any researches of 
this kind would be those with most knowledge of such 
subjects. It would be the utmost folly to appoint 
engineers on a board to investigate medical questions, 
or put doctors at work to reform the law; and if in- 
vestigations into mechanical questions are to have any 
value, they must be conducted by experts in mechani- 
cal engineering. 

It has already been stated that one of the difficulties 
in the way of the Master Mechanics’ Association do- 
ing such work is that it has no authority to act for the 
railroad companies. 

The Eastern and Western Railroad Associations are 
organizations of railroad companies which are repre- 
sented by authorized representatives. If these asso- 
ciations should borrow one of the features of the 
German Railroad Union, and 
val department to which each 
send an expert or engineer to represent it, 
and then follow the example of the Institute 
of Mechanical Engineers and appoint a Research 
Committee, the Association would have entire 
control of the matter, while at the same 
time it would secure the services and advice of the 
most competent men for such work in the employ of 
the railroad companies. 


techni- 
would 


establish a 
company 


whole 


One of the essential condi- 
tions, though, for the success of such a project is that 
the method employed should secure the services of the 
ablest men in the different departments in which in- 
vestigation is needed ; if it does not do this, it will be 
certain to fail. 


The Prussian Railroad Policy. 





One of the most remarkable state papers bearing on 
railroads that ever appeared—and perhaps the most 
importaut—is the statement published by the Prussian 
government in justification of its project for absorbing 
the railroads of that country. It is a long and most 
carefully prepared document, discussing the whole 
question of the relation of the railroads to the state, 
the different policies followed in different countries, 
the points in which the railroads have failed to be as 
useful as they might be, the special evils which the 
Prussian community now suffers from under the long- 
standing policy of a mixed system of state and private 
railroads with minute regulation and supervision by 
the government, and the advantages which may be ex- 
pected by uniting the whole system in the hands of the 
government. Probably the argument for state owner- 
ship and management (for the government insists 
that ownership is not enough, but that the state must 
work as well as own all the railroads) was never so 
strongly put. Special stress is laid on the fact, which 
we have repeatedly attempted to set forth, that to pro- 
duce the maximum effectivness at the minimum cost 
the railroads of a country must be worked as one 
system: we, however, should take issue with the 
Prussian assumption that this can only be done by the 
state; also, great emphasis is placed on the great and 
continuous waste resulting from the construction of 
superfluous railroads; which we have had a good deal 
to say about of late years. The Prussian ministers 
confess, however, that most of this waate it is too late 
to prevent, the railroad system of the country, with 
the exception of local lines, being pretty nearly com- 
plete. They express the opinion that the inevitable 
tendency in -all countries is to a state system, but 
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say that it is questionable whether the time has come 
for it yet anywhere except in Prussia, where, they 
say, it cannot longer be postponed. Two of the ob- 
jects which are particularly aimed at there are the 
most perfect utilization of the railroads in war, and 
the control of the rates in connection with the tariff 
on imports. Fora country situated like Prussia, al- 
most surrounded by foreign countries, it is plain to see 
that a protective tariff, if not so high as to be well 
nigh prohibitive, can be to a great extent neutralized 
by the reduction of the railroad rates on freight im- 
ported. The government regulations aimed to prevent | 
this, and in Prussia all rates made are closely con- 
trolled by the government; but the ministers say that 
this does not suffice. Indeed, to an American the most 
striking thing in the whole paper is the statement by a 
government that for forty years has been trying strict 
supervision and minute regulation of its railroads, to an 
extent that never was attempted here, that government 
regulation is a failure. The complaints that it makes 
are very nearly the same that Mr. Simon Sterne made 
against the railroads of New York in his speech before 
the Investigating Committee. 

The weakest part of this document seems to be the | 
labored setting forth of infinitesimal economies which 
would be effected by uniting the railroads under one 
management; or, if the savings would not be infinites- 
imal, then the German railroads are very much clum- 
sier in their dealings with each other than there is any 
need of. Certainly no very great economy in the force | 
employed could be effected in this country by uniting 
two or three systems of railroads which are already 
great—say the Chicago & Northwestern and the 
Chicago, Milwaukee & St. Paul, or the Erie} 
snd the New York Central; of course, there| 
would be some saving, but it would hardly be | 
great enough to make any appreciable difference in the | 
cost of transportation. The chief ecconomy to be ex- 
pected by uniting all the railroads of a considerable | 
territory into one system is by using each member of | 
it for doing that work, and that only, which it can do | 
cheaper than any other member of the system—the | 
policy which gives allthe New York-Albany business | 
to the Hudson River road and none to the Harlem, and 
which can be extended to hundreds of other cases in | 
this ‘country, and, we believe, if proper means are | 
taken and legal sanction is given to contracts which | 
the railroad companies can make, to the benefit of 
themselves and the public, without necessitating great | 
consolidations and much less state ownership. | 





Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Boston, Hoosac Tunnel & Western.--Completed by laying 
about 1 mile of track near Hoosac Falls, N. Y. 

Hartwell.—Completed from Bowers, Ga., to Hartwell, 16 
miles. Gauge, 3 feet. 

Frankfort & State Line.—Track laid from Frankfort, 
Ind., west, 6 miles. Gauge, 3 feet. 

Lake Erie & Western.—Compieted by laying track from | 
Muncie, Ind., northeast to Portland, 26 miles. | 

This is a total of 49 miles of new railroad, making 3,643 | 
miles in all this year, against 2,263 miles reported for the | 
corresponding period in 1878, 2,019 in 1877, 2,278 in 1876, | 
1,333 in 1875, 1,844 in 1874, 3,630 in 1873, and 7,160 in | 


1872. The mileage thus far reported beats 1873 by 13| 
miles. 


THE GRAIN MOVEMENT has fallen off to rather an unusual | 
extent since navigation closed, and the lines between the | 
Northwest and the sea-board have been having what must be 
called a decidedly light traffic in this commodity, and espe-| 
cially the roads to New York. It is, however, usual for | 
traffic to fall offfafter navigation closes, for a few weeks in | 
December ; only the decrease has been rather notably great 
this year. Pretty fair receipts are noted at the Northwest- 
ern markets, and the prices there have been advancing, and, | 
it appears, advancing faster than at the sea-board or abroad, 
which is an indication that the cost of transportation has 
had little to do toward checking the movement. Further, 
there has been such a _ reduction in ocean _ rates 
that it costs less to export now than it did part of 
the fall when navigation was open, and _ though 
there has been no advance in rail rates for several 
weeks, the rail shipments are materially less than when 
navigation was open. Last winter the grain movement was 
large except in the latter part of December, and the larger 
part of January, and then the snow blockade had much to 
do with the light receipts at the sea-board. But last year 
rates were not maintained after the middle of December, 
and were very low after January. It does not seem that a 
rate which gave the railroads a satisfactory business in 
November this year, when navigation was open, should pre- 
vent shipments now that it is closed. But last winter the 
rail grain movement was much greater than at any time 
when navigation has been open, and it is not at all probable 
that that movement will be equaled this winter if the 40- 
cent rate is maintained. Still it may be possible to maintain 
it without much affecting shipments until the middle or the 
end of January, and it certainly will not be necessary to re- 








| higher than last year, the effect on the fortunes of the 


| Boston, Philadelphia and Baltimore is one of the subjects to 
| be agreed u 


sort to the extremely low rates of last winter in order to se- | agers — one passenger ageets of te a wee, 
; : : | ested enable them to act intelligently upon the subject. 
— capitan 9 eatonm | While it cannot be expected that this meeting can come to 


= penne any final conclusion, yet an interchange of views and dis- 
THE CuicaGo LUMBER TRADE we have often spoken of | O.:.ion may lead at least a step forward toward the reform 


as one of the best indications of the degree of prosperity of | in the conduct of the passenger business, which is admitted 
the Northwest. When thefarmer has money to spare he by all parties as absolutely necessary. eee: 

builds houses, barns and fences, and when immigration is | + — a be proper to — ng = = division 
heavy there must be heavy lumber sales; and lumber is | ee a a a a 


gressing favorably. 
much the largestitem of freight westward out of Chicago. * Since this meeting was called, the following additional 
The Northwestern Lumberman reports the traffic of the | Bay yee te er oy ae to its npn tariff is based 
; : ; “tT aged | ‘A revision of the percentages on which is , 
year 1879, the figures for receipts being substantially com-| “The Trunk Line Executive Committee has had under 
plete, as cargoes are not likely to arrive after the middle of | consideration the subject of establishing rates on a uniform 


December, and rail receipts are always trifling. There will | basis from all Western competing points to European ports, 

have to be a slight addition tothe shipments, though these and submit the following resolutions adopted by that com- 
: ‘ ittee: 

too are usually very light at this time of year. It appears | sa 


‘ ‘ q is | _ ** * Resolved, That the, principle laid down by the presi- 
from this report that the Chicago receipts have been 25 per | dents of the trunk lines*in their agreement of April, 1877, 


cent. and its shipments 1514 per cent. greater than in any | to the effect that rates from common points of shipment to: 
previous year. (There has been one year, and but one, when | #ll European ports should be the same through all the sea- 


. z ‘ board ports of the trunk lines, be reaffirmed, and that the 
the receipts and shipments were greater than in 1878.) A | Joint Executive Committee be requested to carry the same 
gain of one-fourth in the receipts of so important and uni-| into effect, based, if possible, upon the rule made by the: 
versally used a staple as lumber has a great significance, the — Line ey se gan a a = 17, 1879, * the re- 

‘ ; ae 1 og . | quest of the lines leading east from Chicago, as per Commis- 
more so because the farmers’ purchases until September bos Circular No. 43 under the above y Ia ay viz.: which 
were made from the proceeds of crops sold at very low | through rates shall be based upon such all-rail inland rates 
prices. Most of the increase in the lumber business, how- | as may be mutually determined on from time to time by the 
ever, was in the latter part of the year. Chicago roads; and also that the principle shall apply from 

‘ | other common terminal points in the West. 

a ‘ 2 | ‘** Resolved, ‘shat the Commissioner present the foregoing 
THE WINTER PacKING SEason is so far favorable, the | to the Joint Executive Committee at their meeting to be 

number of hogs pazked in the Northwest being reported as | held at Chicago on the 18th inst.’ 
just the same as last year for the first six weeks of the sea-| “In addition to these resolutions another was passed re- 
| quest'ng the Commissioner to secure information in regard 
son, and last year the number was vastly greater than ever | to the relative ocean rates, by steamer and sail, from all the 
before. Thus the traffic in hogs and products is again this | Eastern sea-board cities from Baltimore to Halifax during 
winter an extremely large one, and so far good rates have the year 1878, which information is to be used for the future 
been received. As the price of bogs is about 40 per cent. | #4Jjustment of this question. 
: rns I so ss per cent. | “Tt will be seen that the 
the general principles, the 








trunk lines are agreed upon 
correctness of which will, no 
doubt, be acknowledged by all parties; but the difficulty 
which presents itself, and which they find themselves 
unable to solve, is to put these principles into practical 
execution. It is upon this point that they desire your 
consideration and codperation. In addition to these 
various subjects mentioned, any other relating to the 
business of the committee may be brought before this meet- 
ing. 

* The Chairman has to announce that the following com- 
panies have become members of the Joint Executive Com- 
mittee since the last meeting: The Fitchburg Railroad and 
the Evansville & Terre Haute Railroad. There are now 34 
roads represented upon the committee. The aggregate 
gross earnings of these roads, which are more or less influ- 
enced by the action of this committee, amounted, during the 
year 1878, to upward of $150,000,000. 
| ‘“Itmay not be out of place here to refer briefly to the 

past operations of this Committee, which has now been es- 
tablished one year this day, although its organization was 
not fully perfected and put into working order until June 
last. Since then the Committee bas accomplished, in a great 
measure, the object for which it was created, namely, to es- 
tablish reasonable and just tariffs for the competitive traffic, 
and to permanently maintain such tariffs, securing thereby 
reasonable compensation to the companies, and remedying 
the great evils that have resulted for want of coéperation 
between the railroad companies, to the serious injury of their 
own and the interests of the public. 

‘* You have now for the first time established a practical 
method by which the competitive traffic of your roads can 
be properly managed and controlled. Heretofore this was 
impossible; the mere holding of conventions of railroad 
managers, passing resolutions, and then dispersing and _ let- 
ting things take careof themselves, each party acting as it 
sees fit, will not accomplish the purpose of intelligent 
joint management of the large property under your charge. 
You have now added to the legislative department—your 
conventions—also a permanent executive department, the 
duty of which is to see that the resolutions passed and agree- 
ments made are faithfully carried out. In addition to this 
you have also established a judiciary department, consisting 
of a Board of Arbitration, whose duty it is to settle peace- 
ably any question of difference, without resort to wasteful 
warfare, with all its injurious consequences. You have 
thus formed a complete government over this large compet- 
itive traffic, over which it has heretofore been found im- 
practicable to exercise intelligent control. 

‘It must be remarked, however, that the only bond which 
holds this government together is the intelligence and good 
faith of the parties composing it. To give greater stability 
and permanency to the operations of this Committee it would 
be desirable to make its operations legally binding upon all 
parties by legislative action, providea it can be shown, as I 
believe it can, that its operation is beneficial to the public 
interests. I consider that no other legislative action would 
be necessary to remedy the evils which it has been attempted 
unsuccessfully to remedy by state legislation, and which 
may be attempted by congtessional. legislation, I fear, with 
like results. 

“The companies composing this Association have already, 
by their voluntary action, abolished the peruicious system 
of special contracts, and all shippers are now put upon an 
equal footing. Rates for the last few months have been 
every where (in the territory in which these roads are located) 
maintained, and the great disparity between the local rates 
and the competitive through rates which has heretofore been 
so great a source of trouble and complaint, has ceased to ex- 
ist. Had such a result been sooner reached, we would have 
heard nothing of legislative control of railroads. 

‘*T express it as my opinion, the result of the most careful 
consideration, that the only legislation required to accomplish 
the object which the most zealous advocate of the public inter- 
ests can desire to acccomplish, is to legalize, and even to en- 
force, the codperative system of the railroad companies, so 
far as it isnecessary to establish and maintain reasonable rates 
of transportation upon a uniform and equitable basis, treating 
alike all parties situated alike—in other words, to carry out 
the plan adopted by the Committee, and which has been so 
successfully practiced during the last few months. I know 
that objection will be made by parties not conversant with 
all the conditions of limitation and restriction which are en- 
forced upon railroad companies in establishing their tariffs, 
that such codperation or combination, as it is generally 
called to make it appear odious, would lead to extortion on 
the part of combined railroad companies. The past action 
of this Committee is the best. proof that such fears are un- 
founded. The Committee, during its existenec, has estab- 
lished rates lower than they have ever existed before, and 
even the highest rates charged have not exceeded those of 
the last few years, but have been considerably lower, al- 
though the conditions for high rates have been more favor- 
able this year than they have been for years past. 

“The only thing which the codperative system has ac- 
complished is the maintenance of the established tariffs and 
the abolishment of the contract and rebate system. It is 


farmers is vastly greater than the statement of the amount 
of the business would indicate. The man gets $700 for the 
same that he sold for $500 last year, and his ability to pur- 
chase is vastly greater in proportion. 





December Meeting of the Joint Executive Com- 
mittee. 





The meeting was held at the Grand Pacific Hotel, Chicago, 
Dec. 18, 1879, convening at noon, pursuant to call of Chair- 
man, the following roads being represented: 

Atlantic & Great Western by G. G. Cochrane. 

Baltimore & Ohio by John King, Jr., C. M. Wicker. 

Boston & Albany by H. J. Hayden. 

Canada Southern by W. H. P 





erry. 

Chicago, Burlington & Quincy by C. W. Smith. 

Cincinnati, Hamilton & Dayton by A. H. McLeod. 

Chicago & Alton by James Smith. 

Cleveland, Col., Cin. & Ind. by E. B. Thomas, Lucien 
Hills, H. W. Gays. - 

Evansville & Terre Haute by J. E. Martin, E. 8. 
cock, Jr. 

Fitchburg by F. L. Parker, C. L. Hartwell. 

Grand Trunk by J. A. Moore. 

Great Western by G. B. Spriggs. 

Indiana, Bloom. & West. by H. C. Diehl. 

Indianapolis & St. Louis by John C. Noyes. 

Indianapolis, Cin. & LaF. by M. E. Ingalls, H. J. Page. 

Lake Shore & Mich. Southern by John Newell, Geo. H. 
Vaillant, J. T. R. yy 

LaFayette, Bloom. & Muncie by E. H. Waldron. 

Louisville, Cin. & Lexington by Edgar Hill. 

Marietta & Cincinnati by John King, Jr., R. M. Fraser. 

Michigan Central by H. B. Ledyard, J. A. Grier, A. W. 
Mackay. 

N. Y. Central & Hudson River by E. Clark, Jr. 

N. Y., L. E. & Western by R. C. Vilas, E. 
worth. 

Ohio & Mississippi by John King, Jr., William Duncan. 

Pennsylvania by W. F. Griftitts. 

Pennsylvania Co. by J. N. McCullough, Wm. Stewart, D. 
S. Gray, R. C. Meldrum. 

Pittsburgh, Cin. & St. Louis by J. N. McCullough, F. H, 
Kingsbury. 

Peoria, Pekin & Jacksonville by Jno. 8. Cook. 

Toledo, Peoria & Warsaw by W. 8S. Speirs. 

Vandalia by J. E. Simpson, H. W. Hibbard. 

Wabash by Jno. C. Gault, B. W. Lewis, J. M. Osborne, 
H. C. Townsend, A. C. Bird. 

Great Western Despatch by H. R. Duval. 

St. Louis & Iron Mountain by Seth Frink. 

Grand Rapids & Indiana by A. B. Leet. 

Albert Fink, Chairman. 

Isaac Markens, Acting Secretary. 

The Chairman said: This meeting has been called to act 
upon the following subjects: 


MR. FINK’S ADDRESS. 

‘*1. The revision of the east-bound classification. The re- 
consideration of the classification of some sixteen articles 
has been referred to the Committee on Classification, with 
the request to report to this meeting, and I understand that 
the committee is ready to submit its report. 

‘*2. The revision of the tariff to New England interior 
points, to prevent the absorption of arbitraries, and _ to fix 
uniform arbitraries by all routes. In order to expedite ac- 
tion I have also referred this subject to a committee consist- 
ing of the general freight agents of the New England roads, 
with the request that they submit their views to this meet- 
ing. 

**3. Some questions have arisen inregard to the proper re- 
lation of rates from Evansville, New Albany and Gellerem- 
ville to the East, and the division of such rates, which ques- 
tions are to be considered by this meeting. 

‘*4, The representatives of the terminal roads at points 
where the traffic has been divided will meet and settle all 
questions of difference which may have arisen during the 
existence of such agreements, and endeavor to adjust the 
same. The division of west-bound traffic to St. Lows from 


Bab- 


R. Wadés- 





m by the terminal roads. The redivision of 
this traffic from New York, as well as the status of the Chi- 
cago, Burlington & Quincy road regarding the east-bound 
traffic from St. Louis, has been referred to the Board of 
Arbitration, who are at present in the city, and are ready to 
hear the arguments of the companies interested. 

“5. The last subject mentioned in the call for this meet- 
ing is the maintenance of passenger rates. The report and 
suggestions of the general passenger agents, adopted Sept. 
11 and 12, should now be considered; also the desirability 
and practicability of making a division of the passenger 
traffic between the roads west of the trunk lines, and east of 
the Mississippi and north of the Ohio River. Statistics re- 
garding the traffic have been furnished to the general man- 
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only when rates are maintained, no matter by what means, 
either by the voluntary action of the railroads, or by direct 


legislative enforcement, that the evils of the transportation | 


business complained of by the public can be remedied. 
“If, therefore, our work is to be judged by its fruit, it 
should recommend itself to public favor. 


“During the next month or two the operations of this | 


Committee, which have heretofore been conducted under 
very favorable circumstances, will be put to a severer test. 
It is hoped that the intelligence and good faith of its members 
will overcome the difficulties to be encountered, and that no 
one will be willing to assume the great responsibility, which, 
under the present organization, can be readily located, of 


breaking up the continued working of the plan adopted by | 


you, which has now been proved to be practicable, and has 
een shown to — beneficial results to the railroad com- 
panies and to the public. 

‘“Upon the anniversary of the creation of the Joint Execu- 
tive Committee, the Chairman feels at liberty to address 
these remarks to you—not relating to the special business on 
hand, with the transaction of which we are now ready to 
proceed.” 


PROCEEDINGS. 


The first subject taken up was the report of the Classifica- 
tion Committee. 

Mr. Kingsbury, Chairman, read the report, and on motion 
the same wesrecommitted to the Committee for further con- 
sideration of the points on which they disagreed,or regarding 
= varties desired a reconsideration. 

wil, 
adjustment of rates to New England points : 

‘The lines running over the New York Central & Hudson 
River Railroad recommend the discontinuance of the prac- 
tice of absorbing arbitraries on business destined for New 
England points, and that Boston rates be made to no point 
which cannot be reached on a pro rata basis, except such as 
may beagreed upon as competitive. But in order to carry 


out this system, it would be necessary that a joint agree- | 


ment be entered into between the Grand Trunk and Central 


Vermont ; the Pennsylvania Railroad ; Fitchburg; Boston & | 


Albany ; New York, Lake Erie & Western ; New York Cen- 
tral & Hudson River Railroad Companies ; but as the repre- 
sentatives of all these roads are not present, we cannot reach 
any conclusions at this meeting, and suggest that the Joint 
Executive Committee take the proper steps to secure an 
agreement between these roads.” 

Mr. McCullough moved that the Chairman appoint a com- 
mittee to consider the subject of discontinuing the absorp- 
tion of arbitraries, which committee is to meet at the call of 
its Chairman, and report to the Chairman of the Joint Exe- 
cutive Committee as early as practicable. 

The Chairman appointed the following committee : Messrs. 
Hayden, Millis, Griffitts, Parker, Vilas and Clark. 

The adjustment of rates from Evansville, New Albany, 
ete., was referred to the following ccmmittee : Messrs. 
Vaillant, Gray, Fraser, Cochran, L. Hill, E. Hiil, Babcock, 
Duncan and Hibbard. 

The subject of maintaining passenger rates was then 
taken up, and, after discussion, on motion, the further 
consideration of 1t was postponed until the next meet- 
ing, in the expectation that the trunk lines would have 
perfected their agreement regarding the division of pas- 
senger earnings. 

Mr. Gault addressed the Convention, pointing out the in- 
justice of the present percentage table and asking for a re- 
vision. 

On motion, the subject was referred to a committee con- 
sisting of Messrs. Gault, Ledyard, Perry, Spriggs, D. 8. 
Gray, Vaillant, Vilas, Wicker, and Cochran, with instruc- 
tion to confer with the gentlemen from Detroit and Toledo 
desiring to be heard. 

The adjustment of rates on foreign freights, mentioned in 


the Chairman’s address, was then referred to a committee | 
consisting of the representatives of the five Chicago terminal | 


lines, the trunk line representatives, and Mr. Moore, of the 
Grand Trunk. Mr. Moore said that he had no authority to 
act upon this committee. 

Mr. Martin moved that a permanent committee be ap- 
pointed, to whom should be referred the re-adjustment of 
tobacco rates from Ohio River points, when made necessary 
by Southern competition, the recommendations of said com- 
mittee to be referred for approval to the Chairman, and by 
him promulgated when agreed to, which motion was 
adopted, and the following committee appointed : Messrs. 
Stahlman, Cochran, Geiger, Babcock, and Duncan. 

A recess was then taken at 2 p. m. 





Convention assembled at 5 p. m. 

Mr. Kingsbury submitted report of Classification Com- 
mittee, which was adopted, and it was agreed that the re- 
vised classification be put into effect Jan. 1, 1880. 

(Copies of the revised classification can be procured on ap- 
lication to R. M. Fraser, General Freight Agent Marietta 
¢ Cincinnati Railroad, at Cincinnati.) 

Mr. Griffitts read the following report of the committee on 

foreign rates, which report was adopted : 

“At a meeting of the representatives of the Chicago lines, 
and of the trunk lines, as a committee appointed under 
resolution of Joint Executive Committee this day, to con- 
sider the subject of through business to foreign ports, there 
were present : Messrs. John Newell, L. 8S. & M.S. R. R.; J. 
N. McCullough, P., F. W. & C. R. R.; Jonn King, Jr., Balt. 
& Ohio R. R.; R. C. Vilas, N. Y., L. E. & W. RK. R.: E. 
Clark, Jr., N. Y. C. & H. R. R. R.; W. F. Griffitts, Penn. 
R. R.; and Albert Fink, Commissioner. 

“Tt was agreed that the Commissioner should ascertain 
from the foreign freight agents at Chicago the actual rates 


charged from Chicago on foreign business by all Eastern | 


sea-board ports, from Jan. 1, 1879, to June 9, 1879, and 
from June 9, 1879, to Sept. 1, and from Sept. 1, 1879, to 
Dec. 1, and report to this Committee at a meeting to be 
called by the Commissioner as soon after Jan. 1, 1880, as 
practicable ; and that the Commissioner shall ascertain the 
rates by steam and sail to Liverpool and other foreign ports 
from Halifax, Portland, Boston, Montreal, New 
Philadelphia and Baltimore during perivds named, and re- 
port to same meeting.” - 

Which was, on motion, adopted. 

It was then moved that a permament Committee on Class- 
ification be appointed, which was adopted, and the follow- 
ing committee appointed: Messrs. Kingsbury, Cochran, 
Grier, Hibbard, Fraser, Cole, Speirs, Geiger, McKay, Os- 
born, Leet, Hill, and Spriggs. 

Mr. Martin reported that the Committee on Rates from 
Evansville would be ready to report later. On motion, it 


was resolved that further time be granted them, and that | 


the Chairman carry out their recommendations, if that com- 
mittee is unanimous, and if not, submit the reports to the 
vote of the Joint Committee in writing. 


Mr. Gray read circulars of the Canada Southern and Blue | 


Lines, announcing that they would receive minimum car- 
loads of lumber and shingles at 20,000 Ibs. in short cars and 
24,000 Ibs. in long cars, which he thought was a violation of 
the present classification. 


Communications were read from various general freight | 


agents, on the subject of mininum weight of lumber in car- 
loads, which had been to the Committee on Class- 


ayden made the following report regarding the re- | 


Y ork, 
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| ification and by them referred without action to the Joint 
Executive Committee. 

After discussion, Mr. Spriggs offered the following, which 
| was adopted : 

‘Resolved, That lumber continue to be carried in ears of 
| less length than 33 ft., at weight of 20,000 Ibs. to the car, 
and in 33 ft. cars, at a weight of 24,000 Ibs. Should more 
than the minimum weight be loaded in the cars, the actual 
weight to be charged.” 

Mr. Gray suggested that some action be taken by this or- 
ganization expressing their disapproval of the practice of 
any line or company issuing circulars or orders in violation 


Committee. 

The Chairman read from the 
Executive Committee (Article 
course to be pursued by companies before meeting violation 

| of rates, etc. 

Mr. Ledyard reported that the Committee to consider the 
re-adjustment of the percentage table had considered the 
subject, but had arrived at no conclusions, and desired to be 

| discharged. 

| On motion, the committee was discharged. 

Mr. Cochran offered the following resolution ; 

| ‘* Resolved, That the percentage table of June 23, 1879, 
be abrogated, and that the percentage tables of April, 1876, 

| be adopted instead, to take effect Jan. 1, 1880.” 


organization of the Joint 


| On motion, the resolution was referred to the next meet- | & Dayton ; 


| ing. 

| Adjourned. ALBERT FINK, Chairman. 
IsaAAC MARKENS, Acting Secretary. 

| The following announcement is made by Chairman Albert 
| Fink, at the close of the report : 

| “Since the meeting adjourned, the following report on 
| the subject of Evansville and Louisville rates has been re- 
| ceived, and under the above action is adopted by the Joint 
| Executive Committee : 


** * CoicaGo, Dec. 19, 1879. 
‘** The Committee appointed to take up the question of 
| rates from Evansville would respectfully report that they 
have duly considered the matter and would recommend : 

‘* * That the through rates froin points in Kentucky, tribu- 
tary and competitive to the routes via Louisville and via 
Evansville, shall be the same, and that the route via Evans- 
| ville shall be allowed in the division a deduction of three 
| cents per 100 Ibs. for expense of transfer, but in no case shall 
the traftic pay less than three cents per 100 Ibs. less than the 
Evansville rates. C. H. VAILLANT, Chairman.’ ” 


| 
| 


Mailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


General 


Meetings. 

Meetings will be held as follows : 

Philadelphia & Reading, annual meeting, 
Hall, Philadelphia, Jan. 12, at noon. 

Dividends. 

Dividends have been declared as follows : 

Housatonic, 2 per cent., quarterly , on the preferred stock 
payable Jan. 15. 

Chicago, Rock Island & Pacific, 2 per cent., quarterly, 
payable Feb. 2, with the usual addition of !¢ per cent. for the 
Iowa Southern & Missouri Northern stock held in trust, 
making 244 per cent. in all. 

New York, New Haven & Hartford, 5 per cent., semi-an- 
nual, payable Jan. 2. 

Mail Service Extensions. 

Mail service has been ordered over railroad lines as fol- 

lows: 


at Musical Fund 


ton, Tex., to Shepherd, 56 miles, from Jan. 16, 1880. 
Foreclosure Sales. 

The sale of the New Jersey Midland road, advertised for 
Dec. 20, has been postponed, pending the appeal taken from 
the decree of foreclosure. It is not probable that the road 
will be sold before the Court of Appeals decides the ques- 
tions in dispute. 

Western Association, General and 

Ticket Agents. 

A called meeting of this Association was held in Chicago, 
Dec. 20. The principal part of the day’s session was occu- 
pied by the discussion of a strict agreement to prevent cut- 
ting of rates. Without completing the agreement, the Asso- 
ciation adjourned over until this week. 


Passenger 





| Central Railroad Rate Association. 

| A meeting of general freight agents of Illinois reilroads 
| was held at the Grand Pacific Hotel, Chicago, Dec. 19, to 
| form an association that could and would do away with the 


| pro-rating on business to and from all interested junction | 


| points to and from seaboard points. The following roads 
| were represented: The Ohio & Mississippi; Vandalia, In- 
| dianapolis & St. Louis; Wabash, Chicago & Alton; Illinois 
| Central; Toledo, Peoria & Warsaw; Champaign, Havana & 
| Western; Indiana, Bloomington & Western; Peoria, Deca- 
tur & Evansville; Chicago & Paducah; LaFayette, Muncie & 
Bloomington; Chicago & Eastern Illinois; Havana, Rantoul 
|& Eastern; Indianapolis, Decatur & Springfield; Lilinois 
Midland, Paris & Danville; Evansville, Terre Haute & Chi- 
| cago; Chicago, Pekin & Southwestern; Peoria, Pekin & Jack- 
| sonville; Chicago, Burlington & Quincy; and the Chicago, 
| Rock Island & Pacific. 

| Mr, A. C. Bird, of the Wabash road. was called to preside, 
and Mr, Horace Tucker, of the Illinois Central, acted as 
Secretary. 

There was a very general expression in favor of such an 
organization, and, after the usual preliminaries, the organi- 
zation was effected under the name of the Central Railroad 
Rate Association. : 

The following gentlemen were appointed_an Executive 
Committee : Messrs. H. W. Hibbard, of the Vandalia Line ; 
James Smith, of Chicago & Alton ; William Dunn, Ohio & 
| Mississippi ; W. S. Weed, LaFayette, Muncie & Blooming- 
ton ; Horace Tucker, Illinois Central ; H. C. Diehl, Indian- 
apolis, Bloomington & Western ; and J. M. Osborn, of the 
Wabash road. 

They were instructed to elect a chairman who will be the 
President of the Association; to call the next meeting for 
permanent organization, and to propose equitable rates that 
will govern the business of the Association. Before the next 
meeting is called the Executive Committee will draft_a con- 
stitution and by-laws that will be submitted to the General 
Association. fil 

It was decided that the goneral offices of the Association 
be at Peoria, and that the Executive Committee be asked to 
appoint a secretary to take charge of them. 

te was announced that the 
meet next day to begin its work. 

The meeting then adjourned. 


New England Traffic Meeting. 


| A meeting of representatives of roads interested in New 
England business was held at the Grand Pacific Hotel, Chi- 


of agreements entered into by the roads represented on the | 


15 and 16), showing the | 





! 
| 


jcago, Dee. 19. The following gentlemen were present: 
| Messrs. Charles Tappan, Hoosac Tunnel; Hartwell and Par- 
| ker, Pittsburgh, Ft. Wayne & Chicago; Clark, New York 
Central; Hayden, Boston & Albany; Vaillant, Lake Shore 
& Michigan Southern; Hills, Cleveland, Columbus, Cincin- 
|nati & Indianapolis; Ferry, Canada Southern; Marshall, 
| Boston, Barre & Gardner; R. B. Mitchell, Blue Line; Cald- 
| well, Red Line; and Darling, of the White Line. Mr. Hay- 
| den acted as Chairman and Mitchell as Secretary. All that 
was done was to offer views of the way the business should be 
conducted and the rates that should be demanded, these ob- 
servations to be submitted to the Joint Executive Committee. 
The meeting then adjourned. 





| Central Association, General Passenger and Ticket 
Agents. 
A called meeting of the Central Association of General 
| Ticket and Passenger Agents was held at the Grand Pacific 
Hotel, Chicago, Dec. 17. The attendance was the largest 
that the Association has ever had. 
The following members were present: Mr. Clarke, At- 
|lantic & Great Western; S. Powell, Baltimore & Ohio; 
| F. E. Snow, Canada Southern; James Charlton, Chicago 
| & Alton: Mr. Bryden, Chicago, Burlington & Quincy ; A. 
V. H. Carpenter, Chicago, Milwaukee & St. Paul; W. A. 
| Thrall, Chicago & Northwestern; George H. Daniels, 
| Chicago & Pacific ; Samuel Stevenson, Cincinnati, Hamilton 
H. Bronson, Cincinnati, Sandusky & 
| Cleveland; A. J. Smith, Cleveland, Columbus, Cincin- 
| nati & Indianapolis; W. A. Carpenter, Detroit, Lansing & 
| Northern; J. F. McClure, Detroit, Grand Haven & Milwau- 
| kee: F. Heakes, Evansville & Terre Haute; S. R. Harper, 
Fort Wayne, Jackson & Saginaw; William Edgar, Great 
Western; John W. Brown, Indianapolis, Bloomington & 
Western; C. C. Cobb, Indianapolis & St. Louis; John 
Egan, Indianapolis, Cincinnati & LaFayette; W. C. 
Johnson, Illinois Central; C. T. Appleby, Illinois 
Midland; H. R. Derby, Jeffersonville, Madison & 
Indianapolis; George W. Smith, LaFayette, Blooming- 
ton & Muncie; J. A. Kingsbury, Marietta, Pittsburgh & 
Cleveland; H. C. Wentworth, Michigan Central; H. F. 
Whitcomb, Milwaukee, Lake Shore & Western; C. 8. Cone, 
Jr., Ohio & Mississippi; F. R. Myers, Pennsylvania Com- 
pany; W. L. O’Brien, Pittsburgh, Cincinnati & St. Louis; 
A. D. Smith, Pittsburgh & Lake Erie; J. V. Mahoney, Rock 
Island & Peoria: W. H. Barron, Southern Minnesota, E. A. 
Ford, St. Louis, Vandaha, Terre Haute & Indianapolis; 
John W. Mass, St. Louis & Southeastern; H. C Townsend, 
Wabash, and James Barker, Wisconsin Central. 

Mr. E. A. Ford, of the Vandalia Line, was called to the 
chair, and George Daniels acted as Secretary. 

The business was rapidly disposed of. An amendment to 
the constitution was passed, by which both the General 
Passenger and the General Ticket Agents of a road may be- 
come members of the Association. Each road, however, will 
be entitied to but one vote. This was done principally to 
allow Dr. Stennett, of the Chicago & Northwestern, and C. 
K. Ford, of the Wabash road, to join. 

A committee reported the following subjects for discus- 
sion: 

The present system of through baggage checks, 

A more perfect system of collecting and reporting excess 
of baggage. 

The Central Association black list. 

The revised Missouri River agreement of Dec. 10, 

The form of editors’ passes and to what extent they are to 
be issued. 

Their mileage tickets; their form and use. 

‘the cireular of Albert Fink regarding the pooling of pas- 
senger business. 

The subjects were at once acted upon. 








Houston, East & West Texas.—Service ordered from Hous- 


The following resolution was adopted: 
‘© Resolved, That from and after Jan. 1, 1880, the railroads 
constituents of this Association will, in preparing checks for 


| use in connection with the combination patent ticket, use a 


joint reversible check, in which a tag on the check shall 
show the route of the ticket, it being understood, however, 
that this form of check shall not preclude the use of the ola 
style of reversible check.” 

This is to do away with the large number of checks that 
were often required. Hereafter but one check will suffice, 
where formerly perhaps twenty were needed. 

The following was submitted and passed: 

‘** Resolved, 'Vhat weattirm the action previously taken by 
the Central and General associations upon the collection 
and reporting of excess baggage.” 

This new rule will cause a more general collection of 
freight charges on matter weighing more than is allowed to 
be carried free. The dues will be collected at once and re- 
ported to the interested roads. 

The following was agreed upon: 

** Resolved, ‘that this Association approves of the Missouri 
River joint agreement of Sept. 12, 1879, revised Dec. 10, 
1879, and recommends the adoption of a similar agreement 
at all competitive points. 

The black list was disposed of by the adeption of the fol- 
lowing: 

‘* Resolved, That the Secretary shall keep a black list, on 
which shall be entered the names of newspapers, editors, 
publishers, and other persons who shall be reported by any 
member of this Association, who shall obtain by false repre- 
sentation free transportation, or having legitimately ob- 
tained any such transportation shall use it for any other 
purpose than that expressed or implied in the terms specified 
in the pass or permit by selling, lending, or in any way dis- 
posing thereof. 

‘* Resolved, That the Secretary shall make monthly reports 
to the members vf the Association of all parties so reported 
to him. 

‘** Resolved, That no party so entered on the black list shall 
be entitled to or furnished with any free transportation by 
any road represented in this Association. 

** Resolved, '\hat whenever all parties on whose account 
any one has been placed on the black list shall notify the Sec- 
retary that the charge is withdrawn, the Secretary shal] give 
notice to the Association that such party is restored to good 
standing as to the mattcr involved.” 

The following resolution was adopted after a lengthy dis- 
cussion: 

** Resolved, That this Association recommends that all an- 
nual passes given to editors or newspaper men bear their 
photographs, as a meaus of identification.” 

The following was offered, and soon disposed of by being 
adopted : 

** Resolved, That we recommend to our managing officers 
that no annua! passes be issued to papers published off the 





immediate line of each road, and that trip passes be re- 
| stricted to the same class of papers, as nearly as possible. 
| Also, no transportation of any kind be issued as good for 
| bearer as consideration for advertising.” 

The following was then adopted: 


xecutive Committee would | a Resolved, That hereatter, stated meetings of this Associa- 
| 


yn shall be held on the second Wednesday of May and No- 
ve nber in each year.” 

A number of amendments to the constitution were then 
votedupon. The more important was to the effect that the 
Association shall elect an executive committee, whose duty 
it shall be to prepare a synopsis of the business requiring 
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consideration at each meeting, and report the same to the 
Secretary at least twenty days before the time for the hold- 
ing ot such stated meeting, the Secretary to give the sub- 
jects in his call for the ——- : i 

The committee will not be elected until next meeting. 

‘The following were adopted: . 

‘¢ Resolved, That whenever our managing officers are ready 
to take up the question of a pool of passenger receipts, we 
suall be glad tocodperate in making it a success, believing the 
necessity therefor is becoming more imminent constantly. 

‘+ Resolved, That we recommend to our general managers 
that the passenger department be credited with the earnings 
(at local rates) represented by free transportation issued on 
account of the freight departmeat, including passes (used on 
passenger trains) issued on account of live stock, and charge 
the same to the freight department as legitimate expenses 
of conducting that department.” : 

On motion, it was decided to hold the next meeting at 
Cleveland in May. ; 

The meeting then adjourned until 11 o’clock next morn- 
ing to confer with the general managers. 

On the second day the first business was the passage of the 
following resolution: ; 

** Resolved, That the Chairman and Secretary be and are 
hereby authorized to open negotiatious with the correspond- 
ing ofticers of the Western Association of General Passenger 
and Ticket Agents, with reference to holding ajoint meeting 
of the two associations to effect a consolidation of the two 
organizations.” : ; 

‘he important matter of collecting half-fares on trains 
was then discussed, and after considerable talk the following 
was agreed upon: 

i Whereas We believe that some of the constituents of this 
Association have been lax in the enforcement of the rule of 
the General Association, for the collection of half-fares on 
trains for children 5 years old, over 5 years and under 
12 years of age, and that our companies have therefore 
suffered considerable loss of revenue. 

‘** Resolved, That the members of this Association hereby 
agree to exercise more diligence in this respect, and will 
hereafter require the strict enforcement of this rule.” _ } 

The greater part of theday was devoted to a discussion of 
Boston rates, via New York, from Western and South- 
western points. The matter was finally disposed of in the 
following resolution: . “igh 

** Resolved, Vhat the Secretary of this Association be, and 
is,hereby, instructed to notify the Fall River Line, Provi- 
dence Line, New York, New Haven & Hartford Railroad, 
and the New York & New England Railroad, that from and 
after Jan. 1, 1880, the Boston rate via New York, from 
Western and Southwestern points, will be based on the rate 
they require Western lines to pay them, added to the New 
York rate, the Secretary to telegraph to Eastern lines and 
to the compilers of district rate sheets.” 

It is therefore agreed that from and after Jan. 1. 1880, 
the Boston rate, via New York, shall be made by adding the 
following amounts to the New York rate: 

Via Fall Biver line, by adding $1. ‘ 

Via Providence or Stonington line, by adding $3. 

Via New York, New Haven & Hartford, $6. 

It was decided to allow the Kansas City business to take 
care of itself until the local association holds its next meet- 
ing. Z 2 ; 

Commissioner Fink came into the room while the meeting 
was being held, and spoke about the Eastern passenger pool, 
Ie expressed a desire to meet the gener-] passangar agents 
and discuss the proposed scheme with them. 

The meetiog then adjourned sine die. 


Southern Railway & Steamship Association. 

Pursuant to adjovrnm:nt, this Association met in Atlanta, 
Ga., Dec. 17, wich ex-dovernor Joseph E. Brown, oc the 
Western & Atlantic Railroad, President of the Association, 
in the chair, and Mr. C. A. Sindall, Secretary, in attendance 
upon the meeting. ‘ i 

Upon a call of the roll, the following representatives of 
the railroads, members of the Association, were found to be 

resent : 

P Virgil Powers, General Commissioner, and M. 8. Free- 
man, Clearing House Agent of the Association. : 

Western & Atlantic—Hon. Joseph E. Brown, President; 
Gen. Wm. MacRea, Superintendent; R. A. Anderson, Gene- 

al Freight Agent. ’ 

. Gesaeal. onthwedtire. Savannah, Griffin & North Ala- 
bama, Mobile & Girard, Montgomery & Eufaula railroads; 
Ocean Steamship Company and Boston & Savannah Steam- 
ship Company, Wm. Rogers, General Superintendent; W. 
G. Raoul, Superintendent. ES ie. - 

Philadelphia & Savannah Steamship Company, W. L. 
James, General Agent. : : 

“Savenaeh, Florida & Western, H. 8. Haines, General Su- 
erintendent; James L. Taylor, General Freight Agent; C. 

. Owens, General Agent. f : 

Macon & Brunswick, George W. Adams, General Super- 
intendent; H. M. Drane, General Freight Agent. 

Brunswick & Albany, Charles Schlatter, General 
Agent. j 

jedrgia Railroad, E. P. Alexander, President; E. R. Dor- 
sey, General Freight Agent. ; ? 

South Carolina Railroad, J. H. Fisher, Receiver; J. B. 
Peck, General Superintendent; 8. B. Pickens, General Freight 
Agent. ‘ : z 

Tor York & Charleston Steamship Company, George W. 
Quintard, President. : ; 

New York & South Carolina Steamship Company, and 
New York & Wilmington Steamship wore og i and Phila- 
delphia & Charleston Steamship Company, T. G. Eger, Gen- 

ral Freight Agent. Jat) i 
¥ Philadelphia’ Norfolk & Richmond Steamship Line, J. W. 
McCarrick, General Agent. ’ : 

Baltimore & Charleston Steamship Company, E. Fitz- 

erald, Agent. : : 
" iavanuch & Charleston, C. S. Gadsden, General Superin- 
tendent; S. C. Boyleston, General Freight Agent; C. C. Ol- 
7, Receiver in Georgia. éf 
Port Ro yal & ‘dee D. C. Wilson, President ; R. G. 
Fleming, General Superintendent ; J. S. Davants, General 
Freight Agent. ’ 

Charlotte, Columbia & Augusta, A. C. Haskell, President. 

Wilmington, Columbia & Augusta and Wilmington & 
Weldon, R. -R. Bridgers, President; A. Pope, General 
F eight Agent. ; 

pre. oe & Roanoke, Raleigh & Gaston, Raleigh & 
Augusta Air Line, Baltimore Steam Packet Company and 
Canton Inside Line, John M. Robinson, President ; J. C. 
Winder, Superintendent. . 

Old Dominion Steamship Company’s lines: New York to 
Norfolk, New York to West Pointand New York to Rich- 
mond, W. H. Stanford, Secretary and General hat = Agent. 

Atlanta & Charlotte Air Line, H. B. — President ; 
G. J. Foreacre, General Superintendent; R. D. Carpenter, 
General Freight Agent. 

Richmond & Danville, A. S. Buford, President; T. M. R. 
Talcott, General Superintendent; Sol Haas, General Freight 


Agent. 

Giecties Central, > H. Rapes, General Manager; F. W. 
Mark, G 1 Freight Agen 
" Louisville & Nashville tot South & North Alabama, E. 


B. Stahlman, General Freight Agent; T. Welch, General 
Agent; C. W. Gorring, General nt. 

ashville, Chattanooga & St. Louis, George R. Knox, 
General Freight Agent, Wallace McPherson, General Agent. 

Atlanta & West Point, L. P. Grant, Superintendent, A. J. 
Orme, General Freight Agent. 

Western, of Alabama, Cecil Gabbett, General Manager. 

Virginia & Tennessee Air-Line, Thomas Pinckney, Gen- 
eral Agent. 

The committees on revision of agreement and renewal of 
agreement between Eastern and Green lines submi re- 
ports which were ordered printed, after which the Associa- 
tion adjourned to meet the next day. 

On the second day, at the opening of the meeting, several 
changes in matters of de as to the working arrange- 
ments of the Association were made. The report of the com- 
mittee upon the relation between the Green and Eastern 
lines, was taken up and adopted, changing the differences 
that existed in rates from ten to five cents. This change 
brought out considerable discussion, which was not ended 
until eight o’clock, when the body adjourned to meet the 
next morning. . 

At the third day’s session the report of the committee 
upon a revision of agreements ‘was read. A number of 
amendments were adopted which made many changes in 
the working details of the Association. The report with the 
amendments added was then adopted. The President and 

retary were authorized by the convention to have the 
rules and agreements of the Association codified for the use 
and convenience of the members of the body. These rules 
and agreements go into effect immediately, and re- 
main unchanged until Jan. 28, upon which day the Associa- 
tion will again meet in convention in Atlanta, for the pur- 
pose of discussing the manner in which the new rules and 
agreements work, and also for the purpose of making any 
additional changes if necessary. 

A resolution was adopted by the body durin 
which removes the Commissioners’ office from Macon to At- 
lanta. This change will be made Aprill. The Association 
adjourned to meet again in Atlanta, Jan. 28. 


Southwestern Railway Association. 
A meeting of this Association was held in Chicago, Dec. 
19 


the session 


‘There were present Messrs. J. F. Barnard and George Olds, 
Kansas City, St. Joseph & Council Bluffs; J.C. McMullin and 
James Smith, Chicago & Alton; C. W. Smith and E. P. Rip- 
ley, Chicago, Burlington & Quincy; R. R. Cable and J. T. 
Sanford, Chicago, Rock Island & Pacific; J. B. Carson and 
W. H. McDoel, Hannibai & St. Joseph; A. A. Tallmage and 
J. A. Hill, Missouri Pacific; W. B. Lewis, John C. Gault and 
A. C. Bird, Wabash, St. Louis & Pacific; George L. Carman, 
General Agent of the Association, and Commissioner Midg- 
ley. 
| Mr. J. F. Barnard presided, and Commissioner Midgley 

acted as Secretary. 

The St. Joseph & Denver City complications were first 
| Giscussed, and made the specia! order of business. The ques- 
| tion was as to what disposition should be made of the unre- 
ported business on the line of the St. Joseph & Western road, 
and how it should be treated, and it was deemed best to 
refer it to a committee consisting of R. R. Cable, John C. 
Gault and J.C. McMullin. The committee retired, and soon 
returned with the report that they had decided to add to the 
proportion of the Wabash road on its St. Louis division. 
A settlement of all business was ordered to be made up to 
Jan. 1, 1880. The report of the committee was adopted. 

The difference in the lumber rates between points on the 
Lower and Upper Mississippi River was then discussed. ‘The 
dividing point between the upper and lower river is Keokuk. 
It was agreed to leave the matter 10 an arbitration com- 
mittee to be composed of three lumbermen. e lumbermen 
north of Keokuk are to name one arbitrator, those south of 
that point another, and these two are to select a third. The 
award of this committee will determine what difference 
there shall be in the lumber rates from points named above 
to those on the Missouri River. 

It having been learned by telegraph that a number of 
rumors were afloat in different places to the effect that the 
Southwestern Railway Association was ready to dissoive, it 
was deemed advisable to send the following telegram to 
Kansas City : 

“ George L. Carman, General Agent of the Southwestern 
Railway Association at Kansas City. 

‘‘ The prevailing idea that the Southwestern Railway As- 
sociation is about to be dissolved is entirely without founda- 
tion. Rates are to be maintained at all points, and all the 
rules of the association are to continue in full force.” 

A few recommendations for changes in the classification 
of some minor articles were made. 

Then followed a discussion a geany bridge tolls at St. 
Joseph, Mo. Selid car lots, such as lumber and grain, are 
taxed 2 cents per hundred pounds, merchandise 214 cents, 
and stock and emigrants’ movables $5 per car. 

It was, on motion, decided to allow such rates to the Han- 
nibal & St. Joseph Road. 

The meeting then adjourned until the next day. 

Or. the second day, Dec. 20, the following gentlemen were 
elected a new Executive Committee: J. ©. McMullin, John 
C. Gault, C. W. Smith, J. B. Carson, and A. A. Tallmage. 
The former was elected chairman of the committee. On 
motion, Messrs. C. W. Smith, John C. Gault, R. R. Cable, 
J. C. MeMullin and John B. Carson were elected a committee 
to prepare a new working plan and rules for the reorganized 
— = iation. The meeting then adjourned until Jan. 21, 

). 





ELECTIONS AND APPOINTMENTS. 


Bedford, Springville, Owensboro d& Bloomfield.—Mr. 
John Thomas has been reélected President and E. Hulbert 
Superintendent. 


Buffalo & Southwestern.—At the annual meeting in Buf- 
falo, N. Y., recently, the following directors were chosen: 
James Adams, Henry Martin, L. 8. Jenks, George Beals, J. 
W. Tillinghast, James N. Scatcherd, W. 8. Bissell, W. H. H. 
Newman, John F. Mouiton, George Talbot, O. P. Ramesdell, 
H. G. Nolan, R. Kingman. The board elected John F. Moul- 
ton President and General Manager; Henry Martin, Vice- 
President; A. 8S. McAllister, Secretary and Secnsuver. 


Burlington & Lamoille.—Mr. H. N. Leach has been ap- 
pointed Superintendent of this road. 


Evansville, Seymour d& Bellefontaine.—The directors of 
this new company are: 8S. W. Crawford, Robert Patterson, 
I. N. McBeth, E. C. Devore, A. M. Carpenter, A. M. Beas- 
ley, John M. Blish, R. Browne. 


Frankfort & State Line.—The officers are: H. T. Morri- 
son, President; Isaac Porter, Vice-President; J. W. Morri- 
son, Secretary. Office at Frankfort, Indiana. 

Galveston, Harrisburg & San Antonio.—Mr. Thomas Ap- 


pleton, late of Dover, N. H., has been appointed Road-Mas- 
ter, with head-quarters at Houston, Tex. 


Hannibal & St. Joseph.—Mr. 8. K. Hooper has been ai 
pointed Assistant General Passenger Agent, with office fn 








Kansas City, Mo. Mr. Hooper has been for several 


General Ticket Agent of the Ft. Wayne, Jackson & Bagi. 
naw. 


Lake Erie & Western.—The first board of directors of the 
consolidated company is as follows: George I. Seney, Watson 
H. Brown, John T. Martin, E. H. R. Lyman, Alexander M. 
White, C. R. Cummings, J. H. Cheney, Daniel P. Kels 
Charles Foster, Calvin 8. Price, John 8. Newbe: ‘ 

The directors of the consolidated company have elected 
officers as follows: President, C. R. Cummings, Pekin, IIL ; 
ne ar D. P. — Cleveland, O.; Second Vice- 

resident, J. H. Cheney, Bloomington, III. ; Secretary 
Treasurer, B. G. Mitchell, New York. - 

It is understood that Mr. E. H. Waldron will be continued 
as General Superintendent of the road. 


New York, Lake Erie & Western.—Mr. Frank M. Wilder 
has been appointed Superintendent of Motive Power and 
Machinery, with office at Susquehanna, Pa. Mr. Wilder has 
been many years on the road, beginning as a boy in the 
shups, and gradually working a Sera ali the grades; for 
several years past he has been Master Mechanic of the[Buffalo 
Division. He is an experienced and capable man and knows 
the road and its needs thoroughly. 


Peoria, Pekin & Jacksonville-—Mr. George Skinner has 
been appointed General Manager for the purchaser. 


Pueblo, Cation City & Leadville.—The officers of this new 
company are: President, H. D. Mackay; Vice-President, A. 
J. Ware; Secretary, H. W. Tallant; Treasurer, G. H. Fryer. 
Office at Leadville, Colorado. 


Richmond & Danville.—At the annual meeting in Rich- 
mond, Va., recently, Col. A. S. Buford was reélected Presi- 
dent, with the cld board of directors, as follows: A. Y. 
Stokes, Isaac Davenport, Jr., Richmond; W. L. Owen, South 
Britain, Va.; W. T. Sutherlin, Danville, Va.; John Bardsley, 
> J. Cassatt, J. N. Du Barry, Stickland Kneass, Philadel- 
phia. 


Rockport & Owensboro.—The directors of this new com- 
pany are: Joseph Kinzey, George R. Eager, C. W. Cole, A. 
. Benyon, Wm. R. Clarke, Oliver Kinsey and E. V. Cherry. 


St. Louis, Iron Mountain & Southern.—The following cir- 
cular is dated Dec. 18: 

‘Mr. Ed. F. Sisson has this day been appointed Southern 
Passenger Agent for this company, to take effect Dec. 20, in 
place of Mr. C. A. Haslett, transferred to Cincinnati, O. 

‘* Mr. Sisson’s head-quarters will be Chattanooga, Tenn., 
and his district will include all territory south of Richmond 
and the line of the Chesapeake & Ohio Railroad, south of 
Kentucky, east of and including the line of the Mobile & 
Ohio Railroad. 

‘** All communications in regard to the West, Northwest, 
Arkansas or Texas, how to get there, rates, time-tables, etc., 
should be addressed to Mr. Sisson, box 132, Chattanooga, 
Tenn., and he will cheerfully and promptly answer the 
same. 


Springfield Southern.—The directors of this company, suc- 
cessor to the or a ee Jackson & Pomeroy, are: Wm. N. 
Whitely, Jerome Fassler, Oliver 8. Kelley, H. L. Chapman, 
a H. Frey, Amos Whitely, Asa Bushnell, Benjamin 

Varder, 


PERSONAL. 


—It is reported that Mr. G. C. Breed, Purchasing Agent 
and lately Assistant General Manager of the Louisville & 
Nashville, will be General Manager of the Louisville. New 
Albany & Chicago under the new ownership. 





THE SCRAP HEAP. 


Railroad Equipment. 


The Pullman Car Shops in Detroit have just completed 
ten very handsome cars for the Metropolitan Eleva road 
in New York. 

The Cayuta Wheel & Foundry Co., in Waverly, N. Y., 
has just put in a new cupola with a new Sturtevant blower, 
and a new wheel-borer, and thus increased the capacity of 
the works to about 2U0 car-wheels a day from June 1. The 
company is full of work and hes had to turn away many 
orders. In the spring the company contemplates building 
another large foundry. 

The Beaver Falls (Pa.) Car Works are building 100 coke 
cars for the Pittsburgh & Lake Erie road. 


Iron and Manufacturing Notes. 


Chouteau, Harrison & Valle will start up the Laclede 
Rolling Mill at St. Louis shortly, and expect to run it full 
double time. 

The Southern States Coal, lron & Land Co. is running its 
furnace at South Pittsburgh, Tenn., using a mixture of ore 
from Chattanooga with that mined near the furnace. 

The Brook Street Rolling Mill, in Louisville, Ky 
started up shortly by a company known as the 
Rolling Mill Co. It will be run on iron rails. 

The Vulcan Iron Works in St. Louis will be started up 
Jan. 1. 


Bridge Notes. 

The Philadelphia Bridge Works of Cofrode & Sayler, at 
Pottstown, Pa., are full of work, with orders for some 
months ahead. An order was lately received for three large 
iron turn-tables for the Shenandoah Valley road. 

The Baltimore Bridge Co. has several orders on hand, in- 
cluding the bridge over the Mississippi, on the new line be- 
tween St. Paui, , tty and Minneapolis. 


-, will be 
Coleman 


An Unpleasant Customer. 

On the night of Dec. 18 an unknown man, supposed to 
have been Tename, entered the Eastern Railroad depot at 
Saco, Me., and, although he was ‘shot and wounded by tbe 
watchman, kicked over the stove and demolished the lamps, 
setting fire to the building, which, with the freight-house and 
shed attached, were burned. The remains of the lunatic 
were found in the ruins. The loss on the buildings is $2,500, 


Fast Time. 

A special train, which last week carried Dr. Standiford 
aud several other officers of the Louisville & Nashville over 
the New Orleans & Mobile road, is said to have made the 
run from Mobile to the Rigolets, 111 miles, in 119 minutes, 
making no stops, but slowing down for the bri at East 
and West Pascagoula, Biloxi, Bay St. Louis, earl River 
and the Rigolets. The running time, it is claimed, was very 
nearly 60 miles an hour. The road is almost a dead level. 





OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe and the Denver 
& Rio Grande.—The — between these companies over 
the right of way through the Arkansas Valley between 
Cafion City and ville seems likely to be repeated in the 
Rio Grande Valley between Santo ee El Paso. 
As in the case of the Grand Cafion , both parties 
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have located theirlines over ically the same ground. 
The Rio Grande Company, under a decision of the Supreme 
claims it hasa prior right of choice, as well as of | 
first location, and has warned all opponents off its line. The | 
Atchison Company, claiming to act under the general law 
of 1875, has put men at work at places on the same iine, 
and a conflict seems unavoidable. Each party has a large 
ineering force in the field engaged in locating down the 
valley, in race for El Paso. . 


Atlantic & Great Western.—At Akron, O., Dec. 18, 
the Court of Common Pleas heard arguments on a motion 
by the Atlantic & Great Western Railroad Company to 
strike out certain parts of the answer of the United States 
Rolling Stock Company, in the suit between these two com- 





panies, and also a motion by the latter to be made a party | 
to the proceedings in foreclosure against the railroad com- | 


pany, so as to secure — lien on the proceeds of the sale to 
the extent of $1,000, or $2,000,000. 


Baltimore & Ohio.—This company will soon begin 


work on the branch from Green Spring Run, W. Va., to! 


raded several years ago 


Moorefield, which was nearly all J 
t will be built under a con- 


by the South Branch Company. 


tract with the Cambria Iron Company and the Edgar Thom- | 


son Steel Works, those companies agreeing to furnish the 
rails and guaranteeing the new branch a certain amount of 
traftic in iron ore. 


Boston, Hoosac Tunnel & Western.—The last of 
the Troy & Boston crossings has been put in, and the com- 
pany this week begins running regular trains over its road 
trom Mechanicsville, N. Y., where it connects with the 
Rensselaer & Saratoga, to North Adams, Mass., where it 
reaches the Troy & Greenfield road and the Hoosac Tunnel 
Line to Boston. It is 46 miles long, ending not at North 
Adams, but at the Vermont state line, a short distance from 
that town. It has been built, as our readers know, in the 
face of very bitter opposition from the Troy & Boston, to 
which it is nearly parallel for much of its length. It com- 
pletes a line by which the Erie expects to secure a share of 
the traffic between Boston and New England and the West. 


Canada Southern.—Argument has just been beard in 
the suit brought by this company in the Canada Court of 


Chancery to have rates of toll fixed for the International | 


Bridge at Buffalo. Argument was also heard at the same 
time on the ecrors-ill filed by the Grand Trunk as lessee of 
the bridge, claiming some $158,000 as due for tolls on 
Canada Southern business passing over the bridge. Decision 
was reserved. 


Central, of Georgia.—At the annual meeting in Savan- 
nah, Nov. 17, President Wadley said that the policy of the 
company had been to leave undisturbed the established cen- 
tres of trade, but the ample facilities it possessed would be 
employed to circumvent hostile legislation which had been 
foreshadowed in the interests of other lines detrimental to 
the Central Railroad and the c ty of Savannah. That the 
company was prepared to accord every privilege desired 
by the Northwest in the transportation of freights, and he 
could not divine the motives of tho:e who, rumor had it, 
were striving to open up new lines which would injuriously 


affect the Savannah and the Central Railroad, when there. 


The company, however, was de- 
to protect their in- 


was no necessity for it. 
termined to use all its advantages 
terests. 

Clarksville, Princeton & Adairville.—This company 
has been organized to build a railroad from Clarksville, 
Tenn., east by north to Adairville on the Kentucky line, to 
connect with the Owensboro & Nashville rcad. It will run 
through the Red River valley, where there is some fine farm- 
ing country. 


Columbus, Chicago & Indiana Central.—The bond- 
holders’ Committee has sold the $1,500,000 certificates of 
deposit of consolidated bonds offered by it as follows: 
$105,000 at 84, $115,000 at 82, and $1,280,000 at 82.77. 
The $750,000 income and convertible bonds offered were 
sold at 31. 

The American Exchange of Dec. 24 says: 
received in this city vesterday stated that Judge Harlan, of 
the United States Circuit Court, had rendered a decision in 
the case involving the question of the back rental due to the 
Columbus, Chicago & Indiana Central Railway Company 
from the Pennsylvania Railroad Company, under the lease 
to the Pittsburgh, Cincinnati & St. Louis Railway Com- 
pany, which railroad is operated by the Pennsylvania Com- 

any. It was stated at the office of Messrs. A. Iselin & Co., 
No. 48 Wall street, that the advices which had been received 
from Washington indicated that Judge Harlan awards 
about $2,600,000 as due to the leased company. The claim 
of the Columbus, Chicago & Indiana Central Company was 
for the amount of the guaranteed rental from Jan. 1, 1875, 
to Dec. 31, 1879, which, with the net earnings paid over to 
the company during that period, being deducted, amounts 
to $3,212,367. The Pennsylvania Railroad claimed the fol- 
lowing deductions from that amount: 

Amount paid in excess from Feb. 1, 1879, to Dec. 
‘ S74... ER ee $256,285 


, 


Interest on the same to Dec. 3), (879.........0.000 00.0... 102,323 
Coupons on $1,258,000 s cond-mortgage bonds of the 
c., Cc. & L. C., Aug. 1, 1878, to Aug. 1, 1879, owned 
Pee eee Oirivat's ona 572,390 
Interest on the same to Dec. 31, 1879 34,88 


aes . $1,065,895 


“ This would have reduced the amount of the back rental 
to $2,146,476. According to Iselin & Co.’s information, 
Judge Harlan has allowed only the claim of 8572,390 for 
the coupons on the second-mortgage bonds held by the 
Pennsylvania Railroad, leaving $2,689,977 due the Colum- 
bus, Chicago & Indiana Central Company. 

“ The terms of the lease to the Pittsburgh, Cincinnati & St. 
Louis Company provide for the payment of 3C per cent. of 
the gross earnings of the Columbus, Chicago & Indiana Cen- 
tral Company to that company. I[f this proportion is not 
sufficient to pay 7 per cent. interest unon $15,000,V00 first- 
mortgage bonds of the Columbus, Chicago & Indiana Cen- 
tral Company, and $821,000 second mortgage bonds of the 
Columbus & Inaiana Company, the lease provides that the 
deficiency shall be made up by the lessor. The bondholders’ 
committee of the Columbus, Chicago & Indiana Central Com- 
pany has succeeded in reducing the amount of the company’s 
indebtedness having priority of the consolidated mortgage 
to $5,480,000, or about $9,500 per mile. There are about 
$140,000 sectional bonds to be purchased by the committee 
before the limit of $15,821,Vv00 indebtedness. fixed in Judge 
Harlan’s former decision regarding the lease, is reached. 
In case the committee is unable to buy the requisite amount 
of sectional bonds, it is in a position to cancel $140,000 con- 
solidated mortgage bonds, and secure the berefits of the 
decision referred to. 

“It is not expected that the Pennsylvania Railroad will 
appeal from Judge Harlan’s last decision. The company is 
reported to have been a heavy purchaser recently of the 
bonds of the Columbus, Chicago & Indiana Central Com- 
pany, in anticipation of a decision against itself.” 


Columbus & Sunday Creek Valley.—It is stated 
that the owners of this road have sold their entire interest 


** Dispatches | 
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to a syndicate com of parties whu hold the chief in- 
terest in the Lake Erie & Western road and the new Peoria, 
Decatur & Evansville. The new owners will, it is said, av 
orice complete the road, now nearlv finished from Columbus, 
O., to Moxahala in the Hocking Valley region. They will 
reorganize the company as the Ohio Central, and will ex- 
| tend it from Columbus to Toledo and to a connection with 
| the Lake Erie & Western. 


Denver & Rio Grande.—This company claims to have 

let contracts which will secure the completion of the main 
| line to Albuquerque, N. M., and the branch line to Silver- 
|ton, Col., in the San Juan Mining region next season. 
| Orders have been given out for 400 freight cars, and the 
company expects to let contracts for 1,100 more shortly. It 
is also stated that contracts have been let for 12 passenger 
and 40 freight engines, 20 of this number, however, being 
contingent on the decision of the Court in the Grand Cafion 
case, and the company’s ability to build the Leadville line, 
| which depends on that decision. 


Evansville, Seymour & Bellefontaine.—This com- 
pany has filed articles of incorporation in Indiana for a rail- 
road from Seymour, east. by north, to the Ohio line in Union 
County, a distance of 91 miles. 


Frankfort & State Line.—Track is reported laid on 
this road from Frankfort, Ind., westward 6 miles, and the 
company expects to complete 20 miles this winter. 


|. Hartwell.—This road is now completed and opened for 
| business. It is 16 miles long, extending from the Elberton 
Air Line at Bowers, Ga., to Hartwell, and serving a flourish- 
ing section of country. It has been built chiefly by local 
capital. 


Lake Erie & Western.—The last rail was laid last 
week near Portland, Ind., on the gap which separated the 
original line of this road from the LaFayette, Muncie & 
Bloomington, with which it has lately been consolidated. 
The new road built this year has been from Celina, O., to 
Muncie, Ind., 55 miles, and the company now owns a con- 
tinuous line from the Lake Skore at Fremont, O., by way of 
Muncie and LaFayette to Bloomington, Ill., 356 miles, with 
a branch 10 miles long, from St. Mary’s, O., to Minster. 





The new road will probably not be ready for through trains 
until some time next month. 


Memphis & Little Rock.—This company is trying to | 
make arrangements for the construction of a road leaving | 


its lime at Duvall’s Bluff, Ark., and thence running across 
that state parallel to and east of the Iron Mountain road, to 
Texarkana. 


Monadnock.—This road, extending from Winchendon, 
Mass., to Peterboro, N. H., 18 miles, was lately leased to the 
Cheshire Railroad Company. The Boston, Barre & Gardner 
Company, which has hitherto worked the road, contests the 
validity of the new lease, and refuses to yield possession. 
The Cheshire Company, however, has men at work making 
repairs on the line, and the matter will probably be referred 
to the courts for settlement. 


Naugatuck.—It is stated that this company has con- 
cluded an agreement with the New Haven & Derby. by 
which the business of the two roads is to be pooled, the Nau- 
gatuck to receive four-fifths and the Derby one-fifth of the 
joint earnings. ‘The twoccmpanies have been at war ever 
since the Derby road was built, the Naugatuck sending all 
its New Haven business round by the New York, New 
Haven & Hartford, and refusing to exchange traffic with the 
Derby road. The agreement is for 99 years, with provisions 
for areadjustment of the division at the end of each five 
years 

Nevada Central.—Work on this road has been some- 
what delayed by the failure of rails to arrive as expected. 
The grading is being pushed, and a large force is concen- 
trated on the heaviest part of the work, where the line fol- 
lows Reese River through the Shoshone Mountains. The 
company now has two engines, two passenger and 40 freight 
cars on the road, with two more engines and 40 cars ordered. 
The station buildings are being put up as fasias the track 


reaches them. and work has already been begun on the en- | 


gine-house and depot at Austin, the southern terminus. 


Niagara River Transit.—This company, which was 
organized several years ago to build a tunnel under the 
Niegara River near Buffalo, has lately opened books of sub- 
scription to the stock, and considerable interest is taken in 
the project. 


Ohio Falls Transportation Co.—It is proposed to 
organize a company by this nameto build a railroad from 
New Albany, Ind., to Jeffersonville, and thence across the 
Ohio to Louisville, at first by a transfer ferry and afterward 
by a new bridge. 


Ontario Railroad Projects.—Among the roads for 
which application has been made for charter or assistance to 
the Provincial Legislature of Ontario, are the following : (1) 
The Grand Ontario Central Railway, to run from Goderich 
to Ottawa; (2) Toronto & Nipissing Northern Extension 
Railway, to run from Coboconk through Victoria, Halibur- 
ton and Muskoka, to Trading Lake ; (3) Toronto & Nipis- 
sing Eastern Extension, to run through Victoria, Peter- 
borough, and Hastincs, to the Ottawa River: (4) 
a railway 
(5) a street 
River, into 


railway from Clifton, along the 


the Township of stamford; (6) a 





from Sault Ste. Marie to Lake Nipissing ;| confirmed. 
iagara | will be the eastern terminus of the Union Pacific and of the 
branch | Central Branch, Union Pacific. 


the new General Manager: ‘“ Mr. 
Peoria, Pekin & Jacksonville Railroad, having this day sur- 
rendered the possession of road to the purchaser, I hereby 
give notice that agents and others will remit to the First Na- 
tional Bank of Peoria, to the credit of G. P. Millard, Cashier 
for the Peoria, Pekin & Jacksonville Railway, all moneys co!- 


same date by Mr. Skinner, 


The following was issued on the 
Jobn Allen, Receiver of the 


lected on account of business originating on and after Dec. 
15, 1879. Moneys collected on account of business fricr1o 
Dec. 15, should be forwarded as heretofore to the credit of 
the Receiver.” 


Pittsburgh, Titusville & Buffalo.—Mr. Charles 
Bonner, a large holder of consolidated bonds of this com- 
pany, has begun suit in the Court of Common Pleas in Phila- 
delphia to enforce payment of coupons, which are in default 
for two years past. No action has been taken by the trus- 
tees or the bondholders generally. 

This company issues the following circular: 

‘“‘ The net earnings of the company for the current year 
have been more than sufficient to pay the interest on its 
bonds secured by its first mortgages. With the increase in 
the rates and business already secured and likely to continue, 
consequent upon the advance in the prices of oil and coal, 
and the renewed prosperity of the country, it is confidently 
believed that the net earnings of the company during the 
coming year will be sufficient to pav not only the entire 
fixed charges, but a surplus in addition. Under these cir- 
cumstances, the company proposes to pay,on Feb. 1, 1880, 
in cash, the coupons of its second-mortgage bonds then due 
and payable, provided the holders of the overdue coupons 
and scrip agree to accept, for the principal and interest of 
the same, preferred stock. The company also proposes to 
issue to the holders of its income bonds and old scrip, for the 
principal and interest of the same, preferred stock. Said 
stock will be entitled to receive dividends to the extent of 6 
per cent. when earned. 

‘* As the company is without any floating debt, and the 
interest on the first mortgages is secured, the proposed conver- 
sion of the overdue coupons, scrip and income bonds, will 
place the company in a good financial condition, and the in- 
terests in the property of the stockholders and bondholders 
respectively will be best subserved. 

‘“The holders of the overdue coupons and scrip are re- 
quested to deliver their coupons and scrip to the Fidelity 

nsurance, Trust & Safe Deposit Company, between the 
second and twentieth days of January, 1880, and upon such 
delivery, receipts will be issued, entitling them to receive, 
on and after the 22d day of January, 1880, on the delivery 
to the Pittsburgh, Titusville & Buffalo Railway Company of 
the said receipt, the amount of the preferred stock ir the 
same specified, provided the holders of said over-due coupons 
and scrip agree to accept said preferred stock. 

“The holders of income bonds and old scrip are also re- 
quested to deliver their bonds and scrip to The Fidelity In- 
surance, Trust & Safe Deposit Company, between the dates 
above mentioned, and upon such delivery receipts will be 
issued, entitling them to receive, on and after Jan. 22, 1880, 
upon the delivery of the receipt to the said Pittsburgh, Titus- 
ville & Buffalo Railway Company, the aniount of the pre- 
ferred stock therein specified.” 


Pueblo, Canyon City & Leadville —This company 
has been organized in Colorado to build a railroad from Pu- 
eblo by way of the Arkansas River and California Gulch to 
Leadville, and thence by Chalk Ranch and the valley of 
Ten-mile Creek to Kokomo. Part of the route from Pueblo 
to Leadville is the same as that now in dispute between the 
Denver & Rio Grande and the Atchison, Topeka & Santa 
Fe. 

Richmond & Southwestern.—A dispatch from Rich- 
mond, Va., Dec. 20, says: ‘A bill was introduced in the 
Virginia State Senate on Thursday to incorporate the Rich 
mond & Southwestern Railway Company. The road is to 
extend from some pcint on the southeastern boundary line 
of Kentucky, to and through the city of Richmond, to tide- 
water in the state of Virginia. It is claimed that the incor- 
porators propose to expend $50,000,000 in Virginia in the 
construction of the road, and the development of the min- 
eral and other resources of the southern portion of the state. 
This enterprise is said to be under the auspices of Boston 
capitalists exclusively. 


Rockport & Owensboro.—This company has filed 
articles of incorporation for a road 10 miles long, to extend 
the Cincinnati, Rockport & Southwestern to a connection 
with the Owensboro & Nashville road. 


St. Joseph & Western.—A dispatch from St. Joseph, 
Mo., Dee. 21, says: ‘‘Official announcement will be made 
here to-morrow by order of the Board of Directors of the 
St. Joseph & Western Railroad, that a meeting of the stock- 
holders of that road will be held at Elwood, Kan., on the 
third Wednesday in January,to ratify or reject the separate 
propositions, which will be made at the time for the pur- 
chase of the road and stock, or either, of the Hastings & 
Grand Island Railroad Company ; of the Marysville & Blue 
Valley Railroad Company, and the St. Joseph Bridge Com- 
pany, or for the consolidation of these companies, or ‘one or 
more of them, with the St. Joseph & Western Railroad, and 
for such issue of capital stock or bonds, or both, of the St. 
Joseph & Western Raitroad Company as may be necessary 
to effect such purchase or consolidation as may be ratified or 
If these roads are consolidated the St. Joseph 


The Marysville & Water- 


of the Belleville & North Hastings Railway, to the Village | ville connection and the extension of the Missouri Pacific to 
of Tweed ; (7) a railway from Sault Ste Marie, to connect | St. Joseph will soon be completed.” 


at French River on Lake Nipissing with the extension of 
the Canada Central west of Pembroke ; (8) the Port Rowan 
& Lake Shore Railway, to extend from Port Rowan to Port 
Dover, in the County of Norfolk, with power to connect with 
the Hamilton & Northwestern Line ; and (9) a railway from 
the Horse Shoe Falls to Queenston, near the water’s edge of 
the Niagara River. 


Peoria, Decatur & Evansville.—The formation of 


this company by the consolidation of the Pekin, Lincoln & | 
D-catur and the Decatur, Mattoon & Southern was noted | 


last week. The new company’s capital stock is $5,000,000, 
of which it is agreed that $2,000,000 shall be issued at once 
for purposes of the consolidation, and the remainder by the 
directors as may be required in obtaining means with which 
to complete and extend the road from Pekin to Peoria, or 
from Mattoon to Evansville. The termsof consolidation also 
provide for issuing $1,287,000 first mortgage bonds, secured 
cn the line from Pekin to Mattoon, and $858,000 of income 
Londs, secured on the net income of the line. 


Peoria, Pekin & Jacksonville.—Mr. John Allen, Re- 
ceiver, issued the following circular Dec. 15: ‘‘ Under the 
authority of the Circuit Court for Peoria County, I have this 
day surrendered the possession of the Peoria, Pekin & Jack- 
sonville Railroad and property. recently sold at master’s 
sale, to Solon Humphreys, Esq., its purchaser, who has ap- 
pointed Mr. George Skinner to be its Manager, with full con- 
trol over all traffic and operating arrangements from this 
date. All business of the road prior hereto should be adjusted 
with the Receiver. Agents and others will make the proper 

| distinction in their reports and remittances.” 








St. Louis, Alton & Terre Haute.—Reports have been 
current, that the suit brought against the members of the 


Purchasing Committee by which tris omeey was re- 
organized some years ago was to be settled. The following 


statement from the company’s counsel is published in the 
New York Herald in relation to these rumors : 

‘** The plaintiff in this case is the corporation itself—the 
St. Louis, Alton & Terre Haute Railroad Company. This 
is, of course, the new corporation, and they claim that they 
are responsible only to the stockholders and bondholders of 
the old corporation. Russell Sage about two weeks ago 
compromised , the suit against him bhecaus2 he evidently 
thought it was cheaper for him to do so than to fight it out. 
In July, 1878, we settled with the Bayard estate. The suit 
was not begun for any specific amount, but to bring the 
members of the Purchasing Committee to an accounting in 
respect to securities received from the company in order to 
settle the obligations of the old company. The Bayard 
estate paid us $100,000 in 10 per cent equipment bonds. 
Sage settled for the same amount, and we have offered the 
same figure fcr a settlement to Mr. Tilden and Mr. Butler. 
Whether they will accept the offer or go to trial is not for 
me to say.” 


Winnipeg & Hudson Bay.—Notice is given of appli- 
cation tothe Canadian Parliament for a charie. for this 
company, giving authority to build arailroad from Winni- 
peg, Manitoba, to some point on Hudson Bay, and to run a 
line of steamers in connection with the road. The line would 
run through a desolate and almost uninhabited country, and 
the steamships could be run only a few months of each year, 




















